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PREFACE 
 
 
The City of San José (City) has determined that an Environmental Impact Report (EIR) should be 
prepared to address environmental impacts from the proposed modifications to the City of San José 
Transportation Impact Policy.  The City has prepared this document in conformance with the 
California Environmental Quality Act (CEQA) and CEQA Guidelines. 
 
In accordance with CEQA, this EIR provides objective information regarding the environmental 
consequences of the proposed project, and identifies possible means for avoiding, minimizing, and 
mitigating impacts.  The EIR also examines various alternatives to the project to reduce or eliminate 
significant environmental impacts. 
 
The following guidelines are included in CEQA to clarify the role of an EIR: 
 

Section 15121(a).  Informational Document.  An EIR is an informational document which 
will inform public agency decision makers and the public generally of the significant 
environmental effect of a project, identify possible ways to minimize the significant effects, 
and describe reasonable alternatives to the project.  The public agency shall consider the 
information in the EIR, along with other information which may be presented to the agency. 
 
Section 15143.  Emphasis.  The EIR shall focus on the significant effects on the 
environment.  The significant effects should be discussed with emphasis in proportion to their 
severity and probability of occurrence.  Effects dismissed in an Initial Study as clearly 
insignificant and unlikely to occur need not be discussed further in the EIR unless the Lead 
Agency subsequently receives information inconsistent with the finding in the Initial Study.  
A copy of the Initial Study may be attached to the EIR to provide the basis for limiting the 
impacts discussed. 
 

In accordance with Section 15143 of the CEQA Guidelines, the discussion in this EIR is focused on 
the potentially significant effects on the environment that could result from the proposed 
modification of the Transportation Impact Policy.  An Initial Study was prepared in July 2002, which 
identified both the possible impacts of the proposed policy and areas where clearly no significant 
impacts are likely to occur.  This Initial Study is included in Appendix A of this EIR.  Based on that 
Initial Study, the analysis in this EIR is limited to those areas of impact identified in the Initial Study 
as potentially significant. 

 
Section 15145.  Speculation.  If, after thorough investigation, a Lead Agency finds that a 
particular impact is too speculative for evaluation, the agency should note its conclusion and 
terminate discussion of the impact. 
 
Section 15146.  Degree of Specificity.  The degree of specificity required in an EIR will 
correspond to the degree of specificity involved in the underlying activity which is described 
in the EIR. 
 
(a) An EIR on a construction project will necessarily be more detailed in the specific 

effects of a project than will an EIR on the adoption of a local general plan or 
comprehensive zoning ordinance because the effects of the construction can be 
predicted with greater accuracy. 
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(b) An EIR on a project such as the adoption or amendment of a comprehensive zoning 

ordinance or a local general plan should focus on the secondary effects that can be 
expected to follow from the adoption or amendment, but the EIR need not be as 
detailed as an EIR on the specific construction projects that might follow. 

 
Because this EIR addresses the impacts of amending a policy, the specificity of discussion is 
appropriate to that level of analysis.  No specific development is proposed as part of the project 
discussed in this EIR, and no specific development would be permitted or entitled as a result of 
approving this proposed policy modification. 

 
Section 15151.  Standards for Adequacy of an EIR.  An EIR should be prepared with a 
sufficient degree of analysis to provide decision makers with information which enables them 
to make a decision which intelligently takes account of environmental consequences.  An 
evaluation of the environmental effects of a proposed project need not be exhaustive, but the 
sufficiency of an EIR is to be reviewed in the light of what is reasonably feasible.  
Disagreement among experts does not make an EIR inadequate, but the EIR should 
summarize the main points of disagreement among the experts.  The courts have looked not 
for perfection but for adequacy, completeness, and a good-faith effort at full disclosure. 

 
CEQA and relevant case law require that an environmental document address a project’s impacts 
compared to existing physical conditions “on the ground.”  In the case of a policy revision, however, 
there may not be a quantifiable direct physical impact attributable to the policy change.  In light of 
the above direction, an EIR on a proposed policy must make a good faith effort to identify and 
evaluate the potential impacts, including secondary (indirect) impacts, of the policy change, based on 
the best information available. 
 
In accordance with Section 15082 of the CEQA Guidelines, a Notice of Preparation (NOP) was 
circulated to the public and responsible agencies for input regarding the analysis in this EIR.  This 
EIR addresses those issues which were raised by the public and responsible agencies in response to 
the NOP.  In addition, a public scoping meeting was held on August 21, 2002, to solicit public input 
regarding the analysis in this EIR.  The NOP and the public responses to the NOP are presented in 
Appendix A of this EIR. 
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SUMMARY        
 
 
SUMMARY DESCRIPTION OF THE PROPOSED PROJECT 
 
In order to reduce the likelihood that ongoing modifications to the street system could compromise or 
impair the operational efficacy of alternative transportation modes, the City is proposing to update its 
Level of Service implementation policy.  Adoption by the City Council of an updated 
“Transportation Impact Policy,” which would guide the near-term implementation of the various 
General Plan policies related to the City’s transportation system, particularly the adopted General 
Plan Traffic Level of Service Policy, is the subject of this EIR.  The proposed Transportation Impact 
Policy would apply citywide, except (1) within the Downtown Core Area, and (2) within areas where 
localized adopted “Area Development Policies” are in effect.  While the entire Policy applies 
generally to the City as a whole, there are thirteen specific intersections that are proposed to be 
included on an initial list of “Protected” intersections which the City considers inappropriate for 
further improvement or expansion.   
 
SUMMARY OF ENVIRONMENTAL IMPACTS AND MITIGATION MEASURES 
 
Following is a brief summary of project impacts and mitigation measures.  The reader is referred to 
the main body of the text of the EIR for detailed discussions of the existing setting, impacts and 
mitigation measures.   
 
 

ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 
   

Land Use Impacts 
   
Modifying City policy to prevent vehicular 
traffic capacity improvements from 
adversely impacting multi-modal 
transportation facilities would not result in 
significant adverse land use impacts.  
Less Than Significant Impact 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
 

   
The proposed policy modifications would 
limit adverse changes to existing multi-
modal transportation facilities, and would 
not allow further auto improvements or 
capacity expansion of thirteen existing 
urban intersections.  The proposed policy 
modifications would not result in significant 
direct land use impacts.  Less Than 
Significant Impact 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Land Use Impacts (cont.) 

   
Adoption of the proposed Transportation 
Impact Policy, with the provision that future 
development could still be approved even 
though it causes traffic congestion at these 
thirteen intersections to exceed the standard 
of the LOS Policy, could result in secondary 
land use impacts from future development.  
It cannot be determined at this time what 
those specific impacts might be. 
Significant Impact 

 Future development that is allowed to 
proceed without mitigating LOS impacts at 
one or more of the Protected Intersections 
would continue to be subject to the City’s 
existing land use entitlement process, 
conformance with the City’s General Plan 
and Zoning Ordinance, conformance with 
the City’s adopted Design Guidelines, and 
would be required to complete project-
specific CEQA review.  Adoption of the 
proposed Transportation Impact Policy 
would not reduce the availability or 
effectiveness of those policies, standards or 
guidelines that presently apply to all private 
development in San José.  The proposed 
policy does not encourage or allow any 
abrogation of land use standards or design 
requirements.  With implementation of the 
above mitigation, the proposed 
Transportation Impact Policy modifications 
would not result in significant direct or 
indirect adverse land use impacts. 
 
Less Than Significant Impact with  
Mitigation 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Traffic, Transportation and Circulation Impacts 

   
With the proposed policy modifications, 
traffic congestion at all thirteen 
intersections would increase such that the 
LOS at the intersections are predicted to fall 
to LOS E or F during one or both of the 
peak hours.  The proposed policy 
modifications would allow the LOS to drop 
below acceptable levels at eight of the 
thirteen intersections during the AM peak 
hour and twelve of the thirteen intersections 
during the PM peak hour.   
Significant Impact 
 

 The proposed policy change would result in 
significant unavoidable LOS impacts at 
eight of the thirteen intersections during the 
AM peak hour and twelve of the thirteen 
intersections during the PM peak hour. 
 
Significant Unavoidable Impact 

   
With the proposed policy modifications, 
traffic congestion at other intersections 
throughout the City would also 
incrementally increase.  However, the 
project would not cause the LOS to drop 
below acceptable levels at any of the other 
intersections during the AM or PM peak 
hour.  The specific traffic impacts at other 
intersections from future development 
projects will be evaluated as part of the 
required environmental review for those 
projects, in conformance with CEQA. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Traffic, Transportation and Circulation Impacts (cont.) 

   
The proposed project could slightly increase 
bus travel times, but would not result in any 
changes to bus travel routes or require the 
relocation of bus stops.  Increased 
congestion would result in a less than 
significant impact to transit service.   
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 

Increased congestion resulting from the 
proposed project would not cause 
significant impacts to bicycle and pedestrian 
facilities. 
Less Than Significant Impact 
 
By protecting the physical layout of 
intersections, the project would protect 
bicycle and pedestrian facilities, thereby 
encouraging the use of alternate modes of 
transportation. 
Beneficial Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Air Quality Impacts 

   
The project would result in a less than 
significant increase in regional pollutants.  
The proposed project would have its 
greatest impact on emissions during the AM 
and PM peak hours.  During off-peak hours, 
delay would not be materially increased by 
the project.  The increase in daily emissions 
directly associated with the project would 
not exceed the Bay Area Air Quality 
Management District’s (BAAQMD’s) 
significance threshold of 80 pounds per day. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact   
 

The proposed Transportation Impact Policy 
change would allow traffic congestion to 
increase at thirteen intersections, which 
would affect the local air quality very near 
the thirteen study intersections.  Carbon 
monoxide concentrations would not exceed 
the state or federal ambient air quality 
standards at any of the 13 intersections, 
even under worst-case traffic and 
meteorological conditions.  The project 
would not cause any new violations of the 
8-hour standards for carbon monoxide nor 
contribute substantially to an existing or 
projected violation. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
 

The project does not propose any 
construction or physical development, and 
therefore, would not result in short-term, 
construction-related air quality impacts. 
No Impact 
 

 No mitigation is required. 
 
No Impact 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Noise Impacts 

   
Increased traffic congestion at the thirteen 
intersections would reduce noise levels in 
these areas by 1-2 dBA during peak hours.  
During off-peak times, the additional traffic 
volumes through the intersections could 
increase noise levels in these areas by less 
than one decibel. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
 

The project does not propose any 
construction or physical development, and 
therefore, would not result in short-term, 
construction-related noise impacts. 
No Impact 
 

 No mitigation is required. 
 
No Impact 
 

   
Secondary Impacts 

   
The proposed policy change does not 
involve any physical development, and 
therefore, would not result in many of the 
physical environmental impacts typical of 
most development projects.  However, the 
proposed policy change would allow for 
additional development in the area to be 
approved, which could not theoretically be 
approved under existing conditions.  The 
proposed Transportation Impact Policy 
change could, therefore, result in adverse 
secondary environmental impacts from the 
increment of development that could occur 
under the revised policy. 
 
The future development projects 
themselves, depending on their location, 
could have significant impacts related to 
cultural resources, visual change, geology 
and soils, loss of mature trees, increased 
energy consumption, impacts upon utilities 
or public services, or other impacts found 
within the urban envelope.   

 It is not known where and when future 
development could occur.  The impacts of 
future development proposals would be 
identified and evaluated as part of the 
environmental review required at the time 
those specific development projects are 
proposed. 
 
The City’s General Plan and other adopted 
policies, including adopted Design 
Guidelines, include policy direction to 
reduce or avoid significant impacts 
associated with new development.  Future 
development within the City’s Urban 
Service Area that is allowed in conformance 
with other City policies, would not be 
substantially different with the adoption of 
the proposed Transportation Impact Policy.  
The proposed policy would not result in 
new or substantially more significant 
secondary impacts on the environment. 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Growth Inducing Impacts 

   
By removing the requirement to maintain 
the LOS at these intersections, the proposed 
policy change would indirectly allow for 
additional development in San José to be 
approved, which could not be approved 
prior to this policy revision.  However, this 
future development would only be allowed 
by the City’s General Plan at infill 
locations, within the Urban Service Area 
and the Greenline/Urban Growth Boundary 
of the City.  The revised policy would not 
allow new development where development 
is not already allowed, and would not 
substantially increase the need for urban 
infrastructure in new areas.  The proposed 
Transportation Impact Policy would not 
create any precedent that would encourage 
or enable growth outside existing urban 
boundaries. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less Than Significant Impact 
 

   
Cumulative Impacts 

   
The project would contribute to significant 
cumulative LOS traffic impacts, which are 
the same as the project-traffic impacts, at 
eight of the thirteen intersections during the 
AM peak hour and twelve of the thirteen 
intersections during the PM peak hour. 
Significant Impact 
 

 The proposed policy change project would 
result in significant unavoidable cumulative 
LOS impacts at eight of the thirteen 
intersections during the AM peak hour and 
twelve of the thirteen intersections during 
the PM peak hour. 
 
Significant Unavoidable Impact 
 

   
The project would contribute to less than 
significant cumulative land use impacts due 
to increased congestion at the thirteen study 
intersections. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less than Significant Impact 
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ENVIRONMENTAL IMPACTS  MITIGATION MEASURES 

   
Cumulative Impacts (cont.) 

   
The project would contribute to a less than 
significant cumulative increase in noise 
levels due to increased congestion at the 
thirteen study intersections. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less than Significant Impact 

   
Based upon the BAAQMD’s thresholds, the 
project would not significantly contribute to 
cumulative local and regional air quality 
impacts. 
Less Than Significant Impact 
 

 No mitigation is required or proposed. 
 
Less than Significant Impact 
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SUMMARY OF ALTERNATIVES 
 
CEQA requires that an EIR identify alternatives to a project as proposed.  The CEQA Guidelines 
[Section 15126.6(a)] specify that an EIR identify alternatives which “would feasibly attain most of 
the basic objectives of the project but would avoid or substantially lessen any of the significant 
effects of the project”.  Implementation of the proposed policy would result in significant increases in 
traffic congestion eight intersections during the AM peak hour and twelve intersections during the 
PM peak hour.  This EIR analyzes several alternatives to the proposed project in Section VII of the 
EIR.  A brief summary of these alternatives and their impacts is provided below. 
 

No Project.  Because the No Project Alternative would require future development proposals 
to either mitigate traffic flow impacts at these thirteen intersections or to downsize any future 
proposed development to result in a less than one percent traffic volume impact and less than 
four second critical delay increase, the No Project Alternative would reduce the significant 
traffic impacts at eight of the study intersections during the AM peak hour and twelve of the 
study intersections during the PM peak hour.  As development pressures increase within infill 
areas of the City, and as future projects impact the operation of these thirteen intersections, 
the pressure to widen these intersections, even at the expense of other transportation modes 
and amenities, will increase.  Therefore, under the No Project Alternative, mitigating future 
traffic flow impacts at these thirteen intersections could result in impacts to other 
transportation facilities, such as sidewalks, bus stops and bicycle lanes.  Alternatively, under 
the No Project Alternative, future high-density, infill development projects along transit 
corridors and major roadways, which are otherwise allowed by the General Plan, could result 
in unavoidable impacts to the LOS at these intersections. 
 
The No Project Alternative would avoid the significant traffic impacts of the project and 
would be environmentally superior to the project.  However, the No Project Alternative 
would also avoid the benefits of protecting other transportation modes at these intersections 
and would not encourage the use of other modes of transportation.  In the long-term, the No 
Project Alternative could actually discourage the types of high-density, infill development 
planned for in the City’s General Plan. 
 
Reduced Number of Intersections Alternative.  An alternative to the proposed 
Transportation Impact Policy would involve exempting only those intersections along 
existing Light Rail Transit (LRT) corridors from the traffic flow mitigation requirements.  
This Reduced Number of Intersections Alternative would involve exempting five (5) 
intersections from the traffic flow LOS requirements, and allowing the remaining eight (8) 
intersections to continue to be subject to the existing Level of Service Policy requirements.  
The five exempted intersections under this scenario would be: North First Street and Taylor 
Street; Capitol Avenue and McKee Road; Capitol Avenue and Berryessa Road; Capitol 
Avenue and Hostetter Road; and Capitol Avenue and Cropley Avenue-Trade Zone 
Boulevard. 
 
Because the Reduced Number of Intersections Alternative would require future development 
proposals to continue to either mitigate traffic flow impacts or downsize to avoid significant 
impacts at eight of the thirteen intersections, this alternative would avoid the significant 
traffic LOS impacts identified for the project at four (4) of the study intersections during the 
AM peak hour (The Alameda/Hedding Street, Bird Avenue/San Carlos Street, North 
Eleventh Street/Hedding Street, and Stevens Creek Boulevard/Winchester Boulevard) and 
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seven of the study intersections during the PM peak hour (The Alameda/Hedding Street, Bird 
Avenue/San Carlos Street, North Fourth Street/Hedding Street, Lincoln Avenue/Willow 
Street, Meridian Avenue/San Carlos Street, East Santa Clara Street/24th Street, and Stevens 
Creek Boulevard/Winchester Boulevard).  However, similar to the No Project Alternative, 
development pressures will continue to increase within infill areas of the City, and as future 
projects impact the operation of these eight intersections (not on the exempt list), the pressure 
to widen these intersections, even at the expense of other transportation modes and amenities, 
will increase.   
 
The Reduced Number of Protected Intersections Alternative would reduce the significant 
traffic impacts of the project and would be environmentally superior to the project.  However, 
by reducing the number of protected intersections, this Alternative would also reduce the 
benefits of protecting other transportation modes at these intersections and would not 
encourage the use of other modes of transportation as much as the proposed project. 
 
Alternative Policy Language – Allow LOS E Only.  Another alternative to the project 
would include alternate Transportation Impact Policy language.  One potential alternative to 
the proposed Transportation Impact Policy would involve allowing the thirteen intersections 
to deteriorate to LOS E at the worst, not F.  Under this scenario, future development projects 
would be exempt from traffic flow mitigation requirements at these intersections, as long as 
the intersections would still operate at LOS E- or better.  If a development project would 
cause one of these intersections to deteriorate to LOS F, then traffic flow mitigation would be 
required to restore the LOS back to “E”.  It should be noted that the Congestion Management 
Agency (CMA) standard is LOS E, and therefore, this alternative would match the LOS 
standard for CMA intersections and would match the LOS standard of surrounding cities.   
 
The rest of the policy language under this alternative would remain as proposed.  While this 
alternative would reduce the actual amount of congestion allowed at these thirteen 
intersections, because an intersection is generally considered “significantly impacted” by the 
City of San José if the LOS drops below D, this alternative would not avoid the significant 
LOS impacts of the proposed Transportation Impact Policy.  It would reduce the amount of 
congestion that would be allowed to occur at six of the thirteen intersections, but not to a less 
than significant level. 
 
The LOS E Policy Alternative would reduce the actual amount of congestion allowed at some 
of these intersections, but it would not avoid the significant LOS impacts of the proposed 
Transportation Impact Policy.  This alternative would either still cause some reduction in the 
amount of infill development ultimately allowed in the area, or it would eventually still allow 
physical impacts to alternative transportation facilities or private development adjacent to 
those intersections. 
 
Alternative Policy Language – Require Improvements and Maintenance of Facilities.  
Another potential alternative to the proposed Transportation Impact Policy language would 
be to require that the LOS be maintained at LOS D or better at the thirteen intersections, and 
that all alternate transportation facilities and amenities be maintained at these intersections.  
Because this alternative would require future development proposals to mitigate traffic flow 
impacts at these thirteen intersections, it would reduce the significant traffic impacts of the 
project at eight of the study intersections during the AM peak hour and twelve of the study 
intersections during the PM peak hour.  It would also result in the preservation or 
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reconstruction of any existing sidewalks, bus stops, bicycle lanes, etc.  However, by requiring 
LOS mitigation improvements and maintenance of other transportation and pedestrian 
facilities at the thirteen intersections, as development pressures increase, this alternative 
would likely result in significant impacts to land uses adjacent to these intersections.  Such 
impact could typically include loss of on-street parking, removal of street trees, loss of front 
setbacks, and loss of privacy or separation from traffic noise and dust. 
 
While this alternative policy language would avoid the significant project and cumulative 
traffic LOS impacts of the proposed Transportation Impact Policy, this alternative would 
likely result in significant land use impacts to the uses surrounding most of these 
intersections. 
 
Environmentally Superior Alternative.  For purposes of this project, the environmentally 
superior alternative would be the Reduced Number of Intersections Alternative, because the 
environmental impacts would be less than those from the proposed project and the alternative 
policy language options.  This alternative would meet the project objectives at some of the 
intersection locations.  However, because the Reduced Number of Intersections Alternative 
would not protect alternative transportation modes at eight of the thirteen intersections, this 
alternative would not fully meet the project’s objectives. 
 

 
KNOWN VIEWS OF LOCAL GROUPS 

AND AREAS OF CONTROVERSY 
 
Issues raised by residents, stakeholders and local groups include long-term planning and growth 
inducement, increased congestion and city-wide traffic trends, traffic and circulation impacts, long-
term regional and local air quality impacts, energy consumption impacts, public services and 
infrastructure impacts and costs (refer to Appendix A). 
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I. DESCRIPTION OF THE PROJECT 
 
 
A. BACKGROUND AND OVERVIEW OF THE PROJECT 
 
The Land Use/Transportation Diagram of the City of San José’s adopted General Plan includes a 
range of both existing and planned transportation facilities, including local and regional roadways 
that serve both the City’s population and the region.  The City of San José plans for, oversees, and 
maintains a complex network of transportation facilities that are also interconnected with the larger 
network that serves Santa Clara County and the San Francisco Bay Area.   
 
In September 1978, the Council of the City of San José adopted a specific policy to guide 
implementation of the General Plan Traffic Level of Service (LOS) Policy.  Since that time, the 
Council’s adopted policy (called “Council Policy 5-3,” or “Transportation LOS Policy”), as 
amended, has been used in the planning, environmental review, and development processes.  A copy 
of the most current language in Policy 5-3 is included in Appendix B of this EIR.  Subsequently (in 
1987), the City Council adopted its Policy 5-4 “Alternative Traffic Mitigation Measures,” to clarify 
the need to consider those circumstances where the impacts of traffic mitigation might be 
unacceptable.  For the purposes of CEQA, mitigation measures must offset the physical impacts of a 
project.  Therefore, Policy 5-4 is rarely applied because alternate mitigation will not usually mitigate 
or avoid identified CEQA impacts, and may cause significant impacts elsewhere.  A copy of the most 
current language in Policy 5-4 is also included in Appendix B of this EIR. 
 
In San José, the description of traffic congestion is based on the “level of service” concept developed 
by the National Academy of Sciences and described in the Highway Capacity Manual.  Designations 
for levels of service (LOS) are indicated by the letters “A” (representing “free-flow” conditions), 
through “F” (representing severe congestion).  The LOS definitions, including the qualitative 
condition and the delay associated with each level, are presented in Table 1, below. 
 
When the City determines that a proposed development may result in a substantial increase in traffic 
congestion, the applicant must prepare a Transportation Impact Analysis (TIA) to evaluate the 
project’s traffic impacts.  The existing Transportation LOS Policy requires that a proposed 
development whose traffic would cause any local intersection to operate below LOS D, or that would 
significantly impact an intersection already operating at LOS E or F, must improve the traffic flow 
conditions at the intersection in order to mitigate this impact.  This usually requires physical 
improvements at the affected intersection.  Improvements provided by a development must be 
sufficient to bring the impacted intersection back to at least the standard of operation in place before 
the project’s traffic is added.  However, once an intersection is fully built out, adding additional 
traffic flow improvements may result in impacts to adjacent private development or reductions in 
capacity for other transportation facilities such as sidewalks, landscaping, bicycle lanes, or even 
impacts to adjacent land uses. 
 
Since Council Policy 5-3 was adopted, San José has become more urban with less undeveloped land 
within its boundaries, and substantially more traffic on its streets.  Other changes since 1978 include 
the development of a countywide light rail transit (LRT) system, upgrading the commuter heavy rail 
system (Caltrain, Altamont Commuter Express, Capitol Corridor) in the Bay Area, and expansion 
and improvement of the bicycle routes and trails throughout the County.  In addition, a project to 
extend the Bay Area Rapid Transit (BART) system to San Jose is currently under design.  To support 
and promote this expanding multi-modal transportation system, the City of San José has integrated 
relevant policies into its General Plan and modified land use designations accordingly. 
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TABLE 1 
INTERSECTION LEVEL OF SERVICE (LOS) DEFINITIONS 

LOS Intersection Description Delay(sec.) 

A No congestion.  All vehicles clear in a single signal 
cycle. 

<5 

B Very light congestion.  All vehicles clear in a single 
signal cycle. 

5-15 

C Light congestion, occasional backups on some 
approaches or turn pockets. 

15-25 

D Significant congestion on some approaches but 
intersection is functional.  Vehicles required to wait 
through more than one cycle during short peaks. 

25-40 

E Severe congestion with some long back ups.  Blockage 
of intersection may occur.  Vehicles are required to 
wait through more than one cycle. 

40-60 

F Total breakdown.  Stop and go conditions. >60 

 
 
In order to reduce the likelihood that ongoing modifications to the street system could compromise or 
impair the operational efficacy of alternative transportation modes, the City is proposing to update its 
LOS implementation policy.  The specific purpose of the proposed policy change is to guide analyses 
and determinations regarding the overall conformance of a proposed development with the City’s 
various General Plan multi-modal transportation policies, which together seek to provide a safe, 
efficient, and environmentally sensitive transportation system for the movement of people and goods. 
 
B. PROJECT LOCATION 
 
The proposed Transportation Impact Policy would apply citywide, except 1) in the Downtown Core 
Area, and 2) within areas where localized adopted “Area Development Policies” are in effect.1  
Currently, there are three active Area Development Policies–North San José, Evergreen, and 
Edenvale.  The Downtown Core Area is addressed in the General Plan as a unique transit hub and 
center of urban activities.  Figure 1 shows the regional location and Figure 2 shows the limits of the 
City of San José.  Figure 3 illustrates the current boundaries of the Downtown Core Area and the 
Area Development Policy Areas.  Figure 4 shows the location of other special planning areas within 
the City, such as Transit-Oriented Development Corridors, Transit Station Areas, Specific Plan 
Areas, Planned Residential Communities, and Neighborhood Business Districts. 
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Figure 1 Regional Map 
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Figure 2 Vicinity Map (City of SJ) 
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Figure 3 Downtown Core Area and ADP Areas  
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Figure 4 Special Planning Areas  
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While the entire Policy applies generally to the City as a whole, there are 13 specific intersections 
that are proposed to be included on an initial list of “Protected” intersections which the City 
considers inappropriate for further vehicular capacity-enhancing improvement or expansion.  The 13 
Protected intersections (listed below) are intersections that are believed to be built to their maximum 
capacity, where further expansion would cause significant adverse effects upon existing or approved 
transit facilities, nearby land uses, or local neighborhoods.  These intersections include the following: 
 

1. The Alameda and West Hedding Street 
2. Bird Avenue and San Carlos Street 
3. Meridian Avenue and West San Carlos Street 
4. Lincoln Avenue and Willow Street 
5. East Santa Clara Street and North 24th Street 
6. North First Street and West Taylor Street 
7. North Fourth Street and East Hedding Street 
8. North Eleventh Street and East Taylor Street 
9. Capitol Avenue and McKee Road 
10. Capitol Avenue and Berryessa Road 
11. Capitol Avenue and Hostetter Road 
12. Capitol Avenue and Cropley Avenue-Trade Zone Boulevard 
13. Stevens Creek Boulevard and South Winchester Boulevard 

 
As shown on Figures 3, 4 and 5, all of the intersections are at infill locations, well within the Urban 
Service Area and the Greenline/Urban Growth Boundary of the City.  The intersections are located 
within or adjacent to the special planning areas mentioned above. 
 
Aerial photographs of these intersections, plus diagrams showing their lane configurations, are 
shown on Figures 6 through 18.2  These intersections are located within the urbanized area of San 
José and are fully improved, including automobile traffic lanes, traffic lights, curbs, gutters, 
parkstrips and sidewalks, and in some cases, bicycle lanes.  The 13 intersections are all located 
within or adjacent to special planning areas (refer to Figure 4) and are surrounded by urban 
development, including a variety of land uses.  Some of these intersections are currently under 
construction as a result of improvements to accommodate LRT. 
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Figure 5 Protected Intersection Location Map 
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Figure 6 Aerial Photograph and Plan Drawing - The Alameda/Hedding Street 
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Figure 7 Aerial Photograph and Plan Drawing – Bird Avenue/San Carlos Street 
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Figure 8 Aerial Photograph and Plan Drawing – Meridian Avenue/San Carlos Street 
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Figure 9 Aerial Photograph and Plan Drawing - Lincoln Avenue and Willow Street 
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Figure 10 Aerial Photograph and Plan Drawing - East Santa Clara Street and 24th Street 
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Figure 11 Aerial Photograph and Plan Drawing - North First Street/Taylor Street 
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Figure 12 Aerial Photograph and Plan Drawing - North Fourth Street/Hedding Street 
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Figure 13 Aerial Photograph and Plan Drawing – North Eleventh Street/Taylor Street 
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Figure 14 Aerial Photograph and Plan Drawing - Capitol Avenue and McKee Road 
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Figure 15 Aerial Photograph and Plan Drawing - Capitol Avenue and Berryessa Road 
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Figure 16 Aerial Photograph and Plan Drawing - Capitol Avenue and Hostetter Road 
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Figure 17 Aerial Photograph and Plan Drawing - Capitol Ave. and Cropley Avenue/Trade Zone 
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Figure 18 Aerial Photograph and Plan Drawing – Stevens Creek Blvd/Winchester Blvd 
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C. DESCRIPTION OF THE PROPOSED PROJECT 
 

Adoption of a New Transportation Impact Policy 
 
The Project that is the subject of this EIR is adoption by the City Council of an updated 
“Transportation Impact Policy” (File No. PP02-07-178) which would replace City Council Policies 
5-3 and 5-4, and would guide the near-term implementation of the various General Plan policies 
related to the City’s transportation system, particularly the adopted General Plan Traffic LOS Policy.  
A copy of the proposed text for the updated Transportation Impact Policy is attached to this EIR in 
Appendix B. 
 
In order to more clearly define the range and scope of the City’s General Plan policies related to 
transportation, modifications proposed to the existing policy would identify the various elements of 
the City’s multi-modal transportation system, including pedestrian and bicycle facilities, 
neighborhood streets, regional freeways, and multiple elements of the transit system.  The proposed 
text of the modified policy also summarizes the City’s General Plan goals and policies for these 
systems. 
 
The primary tool for identifying possible traffic impacts, and for identifying and evaluating 
mitigations for those impacts, under both the existing and modified policies, is the TIA that is 
prepared for a proposed development project. 
 
Definition of Terms 
 
The various policies discussed in this EIR have similar names and are identified here for clarity. 
 

1. Traffic Level of Service (LOS) Policy.  In the existing San José 2020 General Plan, LOS 
Policy #5 establishes that the minimum overall performance of City streets should be 
LOS “D”. 

 
2. Transportation Level of Service Policy (Council Policy 5-3).  Council Policy 5-3, first 

adopted in 1978, establishes the procedures for evaluating developments and 
conformance with General Plan LOS Policy #5 (“Traffic LOS Policy”). 

 
3. Alternative Traffic Mitigation Measures (Council Policy 5-4).  Council Policy 5-4 was 

first adopted in 1987, and identifies which alternate mitigation measures might satisfy the 
intent of General Plan LOS Policy #5 (“Traffic LOS Policy”). 

 
4. Transportation Impact Policy.  This policy is proposed to replace adopted Council 

Policies 5-3 and 5-4 for the purposes of evaluating the significance of traffic impacts, the 
adequacy of transportation-related mitigation measures, and conformance with General 
Plan LOS Policy #5 (“Traffic LOS Policy”). 
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Transportation Impact Analysis (TIA) 
 
In order to evaluate possible transportation-related impacts from a proposed development, the City 
may require preparation of a TIA.  No change is proposed in the criteria for requiring a TIA, or in the 
technical methods used in preparing it.  Generally, a TIA is required when it appears that a project 
would generate 20 new vehicular peak-hour trips per day. The TIA is to be prepared in conformance 
with relevant professional standards, and must follow a methodology prepared and maintained by 
City staff, consistent with the technical requirements of the Santa Clara County Congestion 
Management Agency (CMA).  
 
Based on the TIA, the City will determine whether the proposed development project: 1) conforms to 
the General Plan Traffic LOS Policy (refer to definition above), and/or 2) whether the project would 
have a significant adverse environmental impact on the City’s multi-modal transportation system as a 
result of its contribution to increased traffic congestion. 
 
Under the existing adopted Council Policy, the determinations of these two conditions, conformance 
with the General Plan Traffic Level of Service Policy and the creation of a significant environmental 
impact, were based on the same criteria.  In other words, if a project conformed to the General Plan 
Traffic LOS Policy, it would not have a significant environmental impact, and if it could have a 
significant environmental impact, it did not conform to either the Traffic LOS Policy or the General 
Plan.  Neither the existing Council Policy nor the Traffic LOS Policy addresses overall consistency 
with the General Plan through an analysis and recognition of other General Plan goals and policies 
for other elements of the multi-modal transportation system, other than vehicular roadway capacity.  
In order to ensure that analyses done under the adopted Council Policy reflect the broader scope of 
the General Plan goals, policies and priorities for the City’s transportation system than is included in 
just the General Plan Traffic LOS Policy, an update and revision of the Council Policy is appropriate. 
 
The basic criteria for identifying vehicular roadway level of service (LOS) impacts are not proposed 
to change.  These criteria have been basically the same for over 20 years, other than updating the 
technical methodology to reflect new professional standards and to achieve greater consistency with 
the CMA procedures.  A significant roadway LOS impact occurs when the TIA demonstrates that 
vehicular traffic from a proposed development would either: 
 

• cause the LOS at an intersection to fall below LOS D, or  
• contribute one percent (1%) or more to existing congestion and an increase in critical delay 

of four (4.0) seconds or more, at an intersection that is already operating below LOS D (in 
other words, at LOS E or F).   

 
If the project would have a significant LOS impact, the TIA is required to identify roadway 
improvements that would reduce the resultant vehicular traffic congestion to LOS D, or at least 
reduce the congestion to the level that would exist at that intersection without the proposed project.  
These are called “LOS Traffic Improvements.” 
 
Under existing policies, a project that declines or is unable to make the LOS Traffic Improvements 
necessary to either achieve LOS D or offset its own impacts, is found: 1) to have a significant 
adverse environmental impact; and 2) to be inconsistent with the City’s General Plan Traffic LOS 
Policy.  Under the proposed Transportation Impact Policy, these projects could still be found to 
produce a significant adverse environmental impact, but possibly could still be found in overall 
conformance with the General Plan. 
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As stated previously, the proposed “Transportation Impact Policy” that is the subject of this EIR 
would not change the technical methodology used to prepare a TIA; the proposed Policy would 
expand the information that must be included in a TIA, and would modify the basis for concluding 
that a development would not conform to the General Plan Traffic LOS Policy.  The proposed 
modifications include the following: 
 

a) A TIA will need to identify and analyze the proposed development project’s impacts 
on all existing or planned transportation facilities, including pedestrian, bicycle, and 
transit systems and facilities, and must still identify LOS traffic improvements and 
include any impacts from LOS Traffic Improvements that would result from the 
proposed project. 
 

b) If any of the LOS Traffic Improvements that are necessary to avoid significant traffic 
impacts could, themselves, have unacceptable impacts on other existing or planned 
transportation facilities, those improvements would not be allowed.  An unacceptable 
impact on other existing or planned transportation facilities is defined as reducing any 
physical dimension of a transportation facility below the City’s stated minimum 
design standard, or causing a substantial deterioration in the quality of any other 
planned or existing transportation facilities, including pedestrian, bicycle, and transit 
systems and facilities.  Examples of unacceptable impacts would include: 
 

• reducing the width of a sidewalk below minimum city standard; 
• eliminating a bicycle lane or reducing its width below minimum city 

standard; 
• eliminating a bus stop, or eliminating a parking lane that accommodates a bus 

stop; 
• eliminating a park strip (between sidewalk and street) that contains mature 

trees that shade and protect the sidewalk;  
• encouraging substantial neighborhood cut-through traffic. 

 
c) Certain local intersections that are fully improved and built out will be identified as 

exempted from any further vehicular capacity-enhancing, LOS Traffic Improvements 
in the future.   To continue to expand local intersections to increase their vehicular 
capacity may, under certain circumstances (i.e., at the locations of the 13 intersections 
proposed to be included on the list of Protected intersections), result in a deterioration 
of the local environment and an erosion of the City’s ability to encourage Smart 
Growth infill and support a variety of multi-modal transportation systems, which are 
important City goals identified in the General Plan. 
 
It is proposed that subsequent to the adoption of the proposed Transportation Impact 
Policy, the City Council would consider and adopt a list of specific intersections that 
will not be further modified to accommodate additional vehicular traffic and operate 
at LOS D or better in conformance with all relevant General Plan policies.  Capacity 
enhancing expansion of the 13 intersections previously identified is generally 
constrained because of the presence of substantial transit improvements, adjacent 
private development, or a combination of both circumstances.  The intersection of 
East Santa Clara and North 24th Street currently does not contain transit 
improvements, and is not bordered by property built to its maximum planned 
intensity.  However, this intersection is located at a future LRT corridor and 
intensification zone, and future additional automobile mitigation would adversely 
impact these other modes of planned transportation facilities.   
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Thirteen intersections are proposed for inclusion on this list at this time.  This EIR 
addresses the impacts of allowing development to proceed in the future without 
expanding the vehicular capacity of these 13 intersections beyond their present 
capacity.  All of the intersections are at infill locations, within the Urban Service Area 
and the Greenline/Urban Growth Boundary of the City.  It is possible that the City 
Council may propose to add other intersections to this list in the future.  Should the 
City Council decide in the future to add other intersections to this list, further 
environmental review would be necessary, in conformance with the California 
Environmental Quality Act (CEQA). 
 

d) Individual development projects that would increase congestion at one or more of 
these “Protected” intersections will be required to pay directly for specific 
improvements to other segments of the citywide transportation system.3  The 
improvements constructed must increase overall transportation system capacity 
and/or enhance systems or facilities for mobile non-auto travel modes.  By supporting 
these improvements, the development project will contribute substantially to 
achieving General Plan goals for improving and expanding the City’s multi-modal 
transportation system.  Under this policy, a development project can be found 
consistent with the City’s General Plan multi-modal Transportation Policies, 
including the Traffic LOS Policy, even if it contributes to a level of vehicular traffic 
congestion considered a significant environmental impact under current policies. 

 
Improvements constructed directly by the developer would need to qualify under one of the 
following criteria: 

 
1. Physical improvements to the overall citywide transportation system, including transit 

facilities, pedestrian facilities, bicycle facilities (including but not limited to trails, 
pathways and bike lanes). 

2. Improvements which serve the neighborhood of the development project, or the 
proximate community impacted by the project traffic. 

3. The nature of the improvements must be capacity enhancing on the multi-modal 
transportation system. 

  
No changes are proposed to the exemption criteria currently contained in the City Council’s adopted 
Policy 5-3, Transportation LOS Policy.  The policy currently exempts from analysis very small infill 
projects.  The exemptions do not now, and would not in the future, apply to increments of a larger 
project. 
 
Future Policy Modifications 
 
Particularly given the dynamic nature of transportation planning in the Bay Area and the variety of 
factors that influence development-related issues of all types, the City of San José may wish to revise 
this policy in the future.  Possible future additions or revisions to the policy could include adding a 
more specific implementation process related to pedestrian and bicycle facilities, making provision 
for new types of technology that affect roadway capacity in unforeseen ways, adding new or revised 
criteria for adding or deleting Protected Intersections from the Council approved list, and/or other 
changes that cannot be anticipated at this time. 
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It is possible that the City may propose to add other intersections to this list in the future.  Adding 
intersections would be a proposed revision to Council Policy, and would be subject to approval by 
the City Council.  All future modifications to the City Council’s adopted Transportation Impact 
Policy would be subject to public review and further CEQA analysis, in conformance with State law 
and the City’s own regulations, policies, and procedures. 
 

Implementation of Proposed Policy 
 
With the adoption of the proposed Policy, there would be some changes in the physical environment 
that could occur as a result of its implementation, and some changes in development processing 
procedures by the City.  The likelihood of changes in the physical environment that could result from 
implementation of this Policy is the subject of this EIR and is discussed in detail in subsequent 
sections.  The changes in development processing and review are addressed in the following 
discussion.  
 
Currently, the project proponent for any proposed development project that might generate a 
substantial amount of traffic is required to submit a TIA that identifies project traffic impacts on 
nearby intersections, and mitigation for any impact identified as significant.  This process would not 
change.  The TIA that is submitted would, under the proposed Policy, also need to identify impacts 
from project traffic and from any proposed mitigation measures on any facilities or systems for other 
alternative forms of transportation (such as transit stops, sidewalks, bicycle lanes, etc.), whether 
within the public right-of-way or not.  If the project would not result in significant LOS impacts to 
any intersections, or to any alternative transportation modes, the project could be identified as 
conforming to the General Plan Transportation Impact Policy.  If the project would result in a traffic 
LOS impact, and its proposed LOS mitigation would have unacceptable impacts on other 
transportation facilities, or if the project results in an unacceptable impact on other transportation 
facilities, the project would need to be modified (i.e., reduced in size or number of units proposed, 
etc.), under current policies, in order to avoid the traffic LOS impact and the need for unacceptable 
impacts on alternative transportation facilities. 
 
Unacceptable Mitigation Measures – Citywide 
 
For other, unprotected intersections, unacceptable mitigation measures would include any LOS 
Traffic Improvement that would result in substantial degradation or a reduction in capacity for 
alternative transportation modes, as described in the previous section.  If an LOS Traffic 
Improvement proposed to mitigate a project impact would have unacceptable impacts, based on the 
proposed Policy, the project proponent must identify another mitigation measure.  If the alternative 
mitigation measure proposed requires acquisition of right-of-way and/or affects an existing private 
development near the intersection, sufficient information about the impact of right-of-way 
acquisition and redesign of the intersection must also be provided so that the City decision makers 
and the public will know what the full effects of the mitigation measure would be. 
 
If a proposed project fails to provide acceptable mitigation for significant traffic impacts (at other 
intersections not included on this list), in other words, if it does not avoid significant impacts to both 
roadways and other modes of transportation – it cannot be found under this Policy to conform to 
General Plan transportation policies, or to have less than significant impacts on the physical 
environment. 
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Protected Intersections 
 
The proposed Policy allows the City Council to adopt a list of intersections for which no further 
capacity-enhancing improvements are contemplated.  This EIR evaluates the impacts of creating such 
a list that, initially, would contain 13 intersections, and of allowing development to proceed in the 
future without expanding the vehicular capacity of these intersections beyond their present capacity.  
(It should be noted that the “protection” of these intersections from future vehicular capacity-
enhancing improvements applies regardless of whether these intersections are most impacted in the 
AM or PM peak hours.)  The process for selecting these intersections is described below.  The 13 
intersections are all shown on Figure 4, and are listed in the following section.  It is possible that the 
City Council may add other intersections to this list in the future.  As reflected in the proposed 
Council Policy (see Appendix B), all additions to the list would have to be approved by the City 
Council after completion of a separate environmental review. 
 
After this EIR is certified, the City Council may:  1) adopt the proposed Policy and approve an initial 
list of Protected intersections that include all 13 intersections analyzed in this EIR, or 2) adopt the 
proposed Policy and approve a shorter list that does not include all 13; or 3) adopt the proposed 
Policy and choose not to approve a list of Protected intersections; or 4) choose not to adopt the 
proposed Policy (this option is the No Project Alternative discussed in Section V. Alternatives to the 
Proposed Project of this EIR).  If the Council does approve such a list, the proposed Policy would be 
applied as described in this section.  If the Council chooses to adopt the proposed Policy and approve 
a different list of intersections other than those identified in this EIR, subsequent environmental 
review would be required to evaluate the potential environmental impacts of protecting those 
intersections. 
 
If a TIA prepared, as described above, identifies what is currently considered a significant LOS 
impact to one of these intersections, the project would not be required to provide further vehicular 
capacity-enhancing improvements to that intersection in order to find conformance with the General 
Plan.  The impact would remain identified as a significant impact for the purposes of CEQA.  
Instead, the project proponent would provide improvements to other parts of the citywide 
transportation system in order to improve system-wide roadway capacity or to enhance non-auto 
travel modes in furtherance of the General Plan goals and policies herein identified.  The 
improvements would be within the project site vicinity, or within the area affected by the project’s 
traffic impacts.  With the provision of such improvements, the project would not have to provide any 
mitigation for impacts to the listed intersection in order to conform to the General Plan. 
 
Building improvements to the citywide transportation system is not “mitigation” as defined by 
CEQA.  This would not reduce or avoid the significance of the impacts to the listed intersections.  
Rather, the improvements accomplished in this way would be a means of providing substantial 
additional benefit to the community by improving the overall multi-modal transportation system, 
which the decision makers would consider in deciding whether or not to approve the proposed 
project.  Building such other direct improvements will contribute substantially to achieving General 
Plan goals for improving and expanding the City’s multi-modal transportation system.  A 
development project that conforms to this Policy could, therefore, be found to be consistent with the 
City’s General Plan multi-modal Transportation Policies, including the Traffic LOS Policy. 
 
A development project that conforms to this Policy, which results in impacts at one or more of the 
listed intersections that fall within the parameters evaluated in this EIR, will not be required to 
prepare an EIR to address its impacts at one of the listed intersections.  The project-specific 
environmental review may use this EIR as a base and “tier” off it, as allowed by CEQA and the 
City’s Environmental Review Ordinance.  This EIR will, however, only be used for the purpose of 
addressing the impacts of traffic at one or more Protected intersections.  The project-specific 
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environmental document, whether an Initial Study or Subsequent/Supplemental EIR, will include 
analysis of all other impacts, including other traffic impacts, as required by CEQA.  If the project 
also has a significant impact at another (non-protected) intersection, the impact and its mitigation will 
be addressed as they have been in the past under existing policies.  If the impact is fully mitigated in 
a fashion that is consistent with the adopted Council Transportation Impact Policy, it will not trigger 
preparation of an EIR. 
 
If a project proponent for a project found to have a significant impact on one of the listed Protected 
intersections chooses not to construct the other transportation system improvements, the other 
alternative available for that project would be to downsize the proposed project, so that it would not 
result in a significant impact at the listed intersection.  If the project proponent chooses not to 
implement the required improvements or to downsize the project, the project could not be approved.  
Since the project would have a significant unavoidable impact, based on the City’s adopted criteria, 
the project would not be approvable because of its failure to conform to the City’s General Plan. 
 

Selection of Protected Intersections 
 
In order to select the list of “Protected” intersections analyzed in this EIR, traffic operations at all of 
the City’s signalized intersections were analyzed, with the exception of those within the Downtown 
Core Area and within areas where localized adopted “Area Development Policies” are in effect.  The 
existing traffic conditions and geometric configurations were compared with future traffic conditions.  
The future traffic volumes under “project conditions” were determined based on the growth rates 
projected by the Association of Bay Area Governments (ABAG) as well as those in the Congestion 
Management Program/Valley Transportation Agency model.  Any intersections projected to 
deteriorate below LOS D under these future conditions were evaluated against the following criteria 
to determine their eligibility as a Protected intersection: 
 

• whether there are additional traffic improvements that could physically be built at the 
intersections without adversely affecting other transportation modes beyond minimum 
standards; 

• whether there are multiple transportation modes present at the intersections; 
• whether the intersections are located in areas that promote infill development and “smart 

growth”; and 
• whether the intersections will be affected by future LRT corridors. 

 
Those intersections that serve, and will continue to serve, primarily vehicular travel were removed 
from consideration for the Protected intersection list.  Those intersections will continue to be 
evaluated under the current criteria. 
 
Intersections meeting the above criteria are considered eligible as “Protected” intersections.  The list 
of Protected intersections evaluated in this EIR includes intersections for which there are no 
additional traffic improvements that could physically be built at the intersections without adversely 
affecting other transportation modes beyond minimum standards.  The 13 Protected intersections 
(listed below) are intersections that the City believes, based on the analysis summarized in Section 
II.B. Transportation and Appendix C of this EIR, are built to their maximum capacity, where further 
expansion would cause significant adverse effects upon existing or approved transit or multimodal 
facilities, nearby land uses, or local neighborhoods.  Based on the information provided on Figures 3, 
4, and 5, all of the intersections are at infill locations, well within the Urban Service Area and the 
Greenline/Urban Growth Boundary of the City.  The intersections are located within or adjacent to 
special planning areas, such as Transit-Oriented Development Corridors, Specific Plan Areas, 
Planned Residential Communities, and Neighborhood Business Districts (refer to Figures 4 and 5). 
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List of Protected Intersections 
 
It is proposed that the City Council adopt as a list of Protected Intersections for which no further 
LOS improvements or expansion of vehicular capacity would be allowed, the following: 
 

1. The Alameda and West Hedding Street 
2. Bird Avenue and San Carlos Street 
3. Meridian Avenue and West San Carlos Street 
4. Lincoln Avenue and Willow Street 
5. East Santa Clara Street and North 24th Street 
6. North First Street and West Taylor Street 
7. North Fourth Street and East Hedding Street 
8. North Eleventh Street and East Taylor Street 
9. Capitol Avenue and McKee Road 
10. Capitol Avenue and Berryessa Road 
11. Capitol Avenue and Hostetter Road 
12. Capitol Avenue and Cropley Avenue-Trade Zone Boulevard 
13. Stevens Creek Boulevard and South Winchester Boulevard 

 
Refer to Figures 6 through 18 for aerial photographs of each of these intersections, plus diagrams 
showing their lane configurations.  As mentioned previously, some of these intersections are 
currently under construction to accommodate LRT. 
 
Future additions to the list of Protected intersections will be subject to approval by the City Council 
after completion of additional environmental review, in conformance with the CEQA. 
 
D. OBJECTIVES OF THE PROJECT 
 
The purpose of the project is to adopt an updated Transportation Impact Policy, which would guide 
the near-term implementation of the various General Plan goals and policies related to the City’s 
transportation system, particularly the adopted General Plan Traffic LOS Policy.  These various goals 
and policies together seek to provide a safe, efficient, and environmentally-sensitive multimodal 
transportation system for the movement of people and goods.  The proposed Transportation Impact 
Policy also seeks to limit the amount of construction disturbance and disturbance from LOS Traffic 
Improvements at the proposed 13 Protected intersections. 
 
E. USES OF THE EIR 
 
This EIR will be relied upon by the City Council to adopt the proposed Transportation Impact Policy 
and for certain subsequent actions necessary to implement the policy after it is adopted.  It is believed 
that there are no discretionary actions required by agencies other than the City of San José that will 
require use of this EIR. 
 
The City of San José will use this EIR to tier subsequent environmental review for specific 
development proposals within the City that affect the 13 intersections addressed in this EIR, in 
accordance with CEQA.   
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F. CONSISTENCY WITH ADOPTED PLANS AND POLICIES 
 
In conformance with Section 15125(d) of the CEQA Guidelines, the following section discusses the 
consistency of the proposed project with relevant adopted plans and policies. 
 

1. Regional Plans and Policies 
 

Bay Area 2000 Clean Air Plan 
Bay Area Air Quality Management District 

 
The 2000 Clean Air Plan (‘00 CAP) established regional policies and guidelines to meet the 
requirements of the Clean Air Act, as amended through 1990.  The Bay Area is a classified as 
a non-attainment area for ozone and PM10, since federal standards are exceeded for these 
pollutants.  The Bay Area ‘00 Clean Air Plan was adopted in 2000.  It outlines measures and 
improvements to help the Bay Area comply with the state’s ozone standard, and is the current 
regional strategy for improving air quality.  The Plan proposes the adoption of transportation, 
mobile source and stationary source controls on a variety of pollutant sources to offset 
population growth and provide improvement in air quality.  The consistency of the proposed 
project with this regional plan is primarily a question of the consistency with the 
population/employment assumptions utilized in developing the Plan.  The ’00 CAP was 
based on the City’s General Plan in effect at the time the CAP was approved. 
 
Consistency:  The proposed Transportation Impact Policy would allow additional 
development to be approved within the City, and therefore, would increase the amount of 
traffic on local streets near the 13 intersections.  However, the proposed policy change would 
not allow for additional development beyond that outlined in the City’s General Plan.  Since 
the growth projections in the Clean Air Plan are based on General Plan buildout and the 
project does not propose to allow development beyond that assumed in the General Plan, this 
proposed policy change would be consistent with the Clean Air Plan. 
 

San Francisco Bay Region Water Quality Control Plan 
 
The Regional Water Quality Control Board (RWQCB) has developed and adopted a Water 
Quality Control Plan (Basin Plan) for the San Francisco Bay region.  The Plan is a master 
policy document that contains descriptions of the legal, technical, and programmatic bases of 
water quality regulation in the San Francisco Bay region.  The RWQCB first adopted a water 
quality control plan in 1975 and the last major revision was adopted in 1995. 
 
The Plan provides a program of actions designed to preserve and enhance water quality and 
to protect beneficial uses, based upon the requirements of the Porter-Cologne Act.  It meets 
the requirements of the U.S. Environmental Protection Agency (EPA) and establishes 
conditions related to discharges that must be met at all times. 
 
The implementation portion of the Basin Plan includes descriptions of specific actions to be 
taken by local public entities and industries to comply with the policies and objectives of the 
Plan.  These include measures for urban runoff management and agricultural wastewater 
management.  Later this year, the Basin Plan will also include an amendment which requires 
the identification of Total Maximum Daily Loads (TMDL) for each water-body within the 
jurisdiction of the RWQCB.  A TMDL defines the specified maximum amount of a pollutant 
which can be discharged into the water-body from all combined sources.  These water-body 
specific targets are considered necessary by the EPA in order to attain water quality standards 
in an impaired watercourse. 

Transportation Impact Policy Project  Draft EIR 
City of San José 30 September 2004 



 
Consistency:  The proposed project does not include any construction or physical 
development, and therefore, would not directly generate stormwater runoff or impact water 
quality.  Future additional development which would be allowed with the policy change in 
conformance with the San José 2020 General Plan could increase stormwater runoff over 
existing conditions in the region.  Since such sites are currently designated for urban uses in 
the General Plan, the proposed policy change would not significantly increase runoff beyond 
what is already allowed by the General Plan.  Future development projects would conform to 
the requirements of the City of San José regarding erosion and sedimentation control during 
construction, including preparation and conformance with a Storm Water Pollution 
Prevention Plan, which identifies specific measures for reducing construction and post 
construction impacts. 
 

Santa Clara Valley Urban Runoff Pollution Prevention Program 
 
The Santa Clara Valley Urban Runoff Pollution Prevention Program (SCVURPPP) was 
developed in accordance with the requirements of the 1986 San Francisco Bay Basin Water 
Quality Control Plan, for the purpose of reducing water pollution associated with urban 
stormwater runoff.  This program was also designed to fulfill the requirements of Section 
304(1) of the federal Clean Water Act, which mandated that the Environmental Protection 
Agency develop National Pollutant Discharge Elimination System (NPDES) Permit 
application requirements for various stormwater discharges, including those from municipal 
storm drain systems and construction sites.  The City of San José is a member of the 
SCVURPPP. 
 
The State Water Resources Control Board implemented an NPDES general construction 
permit for the Santa Clara Valley.  Currently, for properties of five acres or greater, a Notice 
of Intent (NOI) and Stormwater Pollution Prevention Plan (SWPPP) must be prepared prior 
to commencement of construction.  Subsequent to implementation of the general construction 
permit, the San Francisco Bay RWQCB issued a Municipal Stormwater NPDES Permit to the 
municipalities in Santa Clara Valley, the County of Santa Clara, and the Santa Clara Valley 
Water District as co-permittees.  The SCVURPPP assists the co-permittees in implementing 
the provisions of this permit. 
 
Recent changes have occurred to Provision C.3 of SCVURPPP’s NPDES permit to discharge 
stormwater (NPDES Permit No. CAS0299718; Regional Board Order No. 01-024).  
Provision C.3 provides enhanced performance standards for the management of stormwater 
at new development and significant redevelopment projects.  Although proposed projects 
may not result in a significant net increase in impervious surfaces, projects may still be 
subject to Provision C.3, as described in subsection c.i.3, Significant Redevelopment Projects, 
of the NPDES permit; the requirements of this subsection become effective July 15, 2003.  
(A significant redevelopment project is defined as a project on a previously developed site 
that results in the addition or replacement of impervious surface that combined total 43,560 
square feet or more of impervious surface on such an already developed site.  On October 15, 
2004, the size threshold will drop from 43,560 square feet to 5,000 square feet.)  New 
projects and significant redevelopment projects are required to design and implement 
stormwater treatment Best Management Practices (BMPs) to reduce stormwater pollution to 
the maximum extent practicable.  The numeric sizing criteria that are to be used in the design 
of stormwater treatment BMPs are contained in subsection d of Provision C.3, Numeric 
Sizing Criteria for Pollutant Removal Treatment Systems, of the NPDES permit. 
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Consistency:  The proposed project does not include any construction or physical 
development, and therefore, would not directly generate stormwater runoff or impact water 
quality.  Future additional development which would be allowed with the policy change in 
conformance with the San José 2020 General Plan designations could increase stormwater 
runoff over existing conditions in the region.  Since such sites are currently designated for 
urban uses in the General Plan, the proposed policy change would not significantly increase 
runoff or result in impacts to water quality beyond what is already allowed by the General 
Plan.  Future development projects would conform to the requirements of the SCVURPPP 
and the NPDES permitting program. 
 

Santa Clara County Congestion Management Program 
 
The Santa Clara Valley Transportation Authority (SCVTA) oversees the Santa Clara County 
Congestion Management Program (CMP), last updated in May 1998.  The relevant state 
legislation requires that all urbanized counties in California prepare a CMP in order to obtain 
each county’s share of the increased gas tax revenues.  The CMP legislation requires that 
each CMP contain five mandatory elements: 1) a system definition and traffic LOS standard 
element; 2) a transit service and standards element; 3) a transportation demand management 
and trip reduction element; 4) a land use impact analysis element; and 5) a capital 
improvement element.  Santa Clara County’s CMP includes the five mandated elements and 
three additional elements, including: a county-wide transportation model and database 
element, an annual monitoring and conformance element, and a deficiency plan element. 
 
Consistency:  A detailed CMP analysis was not completed for the proposed Transportation 
Impact Policy because the CMA does not typically require this analysis at the policy planning 
level, since such policies do not grant an entitlement to build a specific project.  However, the 
proposed Transportation Impact Policy would allow for additional future development in the 
region to be approved, and would allow congestion to worsen at the 13 specific intersections 
identified.  Therefore, future development proposals would be required to conform to the 
CMP policies.   
 
The 13 intersections identified are located within the urbanized area of San José, along 
pedestrian and transit corridors.  The Alameda/Hedding Street intersection is a designated 
CMP intersection.  With implementation of the proposed policy, the LOS at this intersection 
would drop to LOS E.  This would still conform to the LOS standard set by the CMP (see 
discussion in Section II. B. Traffic, Transportation and Circulation of this EIR).   Therefore, 
this proposal is compatible with the CMP.  (If the LOS at this intersection were to deteriorate 
to LOS F, under the CMA monitoring program, appropriate action would occur according to 
the CMA rules and regulations.) 
 

Metropolitan Transportation Commission 
Regional Transportation Plan 

 
The Metropolitan Transportation Commission oversees the Regional Transportation Plan for 
the San Francisco Bay Area, which was adopted on October 28, 1998 and amended May 26, 
1999.  This Plan describes major transportation improvements that can be funded over the 
next 20 years given projected federal, state, and local funds. 
 
Consistency:  The proposed project would not impede the development of any transportation 
projects identified in the Regional Transportation Plan.  Therefore, the project is not 
inconsistent with the Regional Transportation Plan. 
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2. Local Plans and Policies 
 

San José 2020 General Plan 
 
The San José 2020 General Plan is an adopted statement of goals and policies for the future 
character and quality of development of the community as a whole.  The following is a 
summary of major strategies, goals and policies of the General Plan that would apply to the 
proposed project. 
 
Land Use/Transportation Diagram 
 
The General Plan Land Use/Transportation Diagram identifies the designated land uses for 
all property within the City’s Sphere of Influence.  The Diagram also illustrates the 
relationship between land uses and the transportation network.  Roadway designations 
include: Major Arterial (115-130 feet wide), Minor Arterial (80-106 feet wide), Major 
Collector (60-90 feet wide), and local street.  The 13 intersections affected by the proposed 
policy change are existing urban intersections along arterials and major collector roads at 
infill locations throughout the City.   
 
The San José 2020 General Plan Land Use/Transportation Diagram designations for each of 
the roadways are provided in parentheses for each intersection listed below. 
 

1. The Alameda (Minor Arterial) and Hedding Street (Minor Arterial) 
2. Bird Avenue (Major/Minor Arterial)* and San Carlos Street (Minor Arterial) 
3. Meridian Avenue (Minor Arterial) and San Carlos Street (Minor Arterial) 
4. Lincoln Avenue (Minor Arterial) and Willow Street (Major Collector) 
5. East Santa Clara Street (Minor Arterial) and 24th Street (Local Street) 
6. North First Street (Minor Arterial) and Taylor Street (Minor Arterial) 
7. North Fourth Street (Minor Arterial) and Hedding Street (Minor Arterial) 
8. North Eleventh Street (Local Street) and Taylor Street  (Minor Arterial) 
9. Capitol Avenue (Major Arterial) and McKee Road (Major Arterial) 
10. Capitol Avenue (Major Arterial) and Berryessa Road (Major/Minor Arterial)* 
11. Capitol Avenue (Major Arterial) and Hostetter Road (Major/Minor Arterial)* 
12. Capitol Avenue (Major Arterial) and Cropley Avenue-Trade Zone Boulevard 

(Minor Arterial) 
13. Stevens Creek Boulevard (Major Arterial) and Winchester Boulevard 

(Major/Minor Arterial)* 
 

* This roadway changes from a Major Arterial to Minor Arterial at this intersection. 
 

 
The General Plan also identifies several special planning areas, including Transit-Oriented 
Development Corridors, Planned Residential/Community Areas, and Neighborhood Business 
Districts in proximity to the 13 intersections.  Refer to Figures 3, 4 and 5 for the locations of 
these special planning areas. 
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Transit-Oriented Development Corridors 
 
Transit-Oriented Development Corridors are areas designated by the City as generally 
suitable for higher residential densities, for more intensive non-residential uses, and for 
mixed uses.  These corridors are centered along existing and/or planned LRT lines and/or 
major bus routes.  The Meridian Avenue/San Carlos Street intersection is located within the 
Stevens Creek Boulevard/San Carlos Street Transit-Oriented Development Corridor.  The 
North First Street/Taylor Street intersection is located within the Guadalupe Transit-Oriented 
Development Corridor.  The Capitol Avenue/McKee Road, Capitol Avenue/Berryessa Road, 
Capitol Avenue/Hostetter Road, and Capitol Avenue/Cropley Avenue-Trade Zone Boulevard 
intersections are all located within the Capitol Avenue/Expressway Transit-Oriented 
Development Corridor. 
 

Planned Residential/Community Areas 
 
Application of either the Planned Residential Community or Planned Community designation 
is intended for properties which, because of size, location or urban service conditions, require 
special consideration for purposes of future development.  The Planned Residential 
Community designation is intended for areas that will be primarily residential in character, 
but can include ancillary non-residential uses. 
 
The Meridian Avenue/San Carlos Street intersection is located at the western boundary of the 
Midtown Planned Community.  The Midtown Planned Community was designed to guide the 
transition of a 210-acre industrial area to a mixed-use community located just west of 
downtown San José. 
 
The North Eleventh Street/Taylor Street intersection is located adjacent to the northern 
boundary of the Jackson-Taylor Planned Residential Community.  The North First 
Street/Taylor Street and North Fourth Street/Hedding Street intersections are located just 
west of this Planned Residential Community.  The Jackson-Taylor Planned Residential 
Community was created to increase high-density housing opportunities and support mixed 
uses in the central area of the City, and near transit facilities. 
 

Neighborhood Business Districts 
 
The Neighborhood Business District designation applies to strip commercial areas which 
function in their neighborhood or communities as central business districts, providing 
community focus and identity through the delivery of goods and services.  The Neighborhood 
Business District program seeks to preserve, enhance and revitalize San José’s older 
neighborhood-serving commercial areas through the coordination of public and private 
improvements, such as streetscape beautification, façade upgrading, business organization 
activities, business development, and promotional events.  The purpose of this overlay 
designation is to recognize the variety of commercial and non-commercial uses which 
contribute to neighborhood identity by serving as a focus for neighborhood activity.  In areas 
designated with the Neighborhood Business District overlay, any new development or 
redevelopment must conform to both the underlying land use designation and the overlay 
designation. 
 
The Alameda/Hedding Street, Bird Avenue/San Carlos Street, Meridian Avenue/San Carlos 
Street, Lincoln Avenue/Willow Street, East Santa Clara Street/North 24th Street, and North 
Fourth Street/Taylor Street intersections are located within designated Neighborhood 
Business Districts. 
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Consistency:  The proposed Transportation Impact Policy would not change the General Plan 
roadway designations at any of the 13 intersections.  The proposed policy modifications 
would avoid incremental impacts to alternative transportation facilities which would be 
inconsistent with the underlying purpose of Transit-Oriented Development Corridors or 
Neighborhood Business Districts.  By protecting certain infill intersections from iterative 
capacity-enhancing improvement/widenings/expansions that would disrupt transit lines and 
conflict with planned intensification along those lines, the proposed policy is consistent with 
the Neighborhood Business District program and with the General Plan Land 
Use/Transportation Diagram. 
 
Services and Facilities – Level of Service Goals and Policies 
 

Level of Service Goals 
 
1.  Provide a full range of City services to the community at service levels consistent with a 

safe, convenient and pleasant place to live and work. 
 
2.  Achieve the following level of service for these City services: 
 

• For transportation, LOS “D”. 
• For sanitary sewers, LOS “D”. 
• For sewage treatment, to remain within the capacity of the Water Pollution Control 

Plant. 
• For storm drainage, to minimize flooding on public streets and to minimize property 

damage from storm water. 
 

Level of Service Policies 
 
Policy 1.  The City’s urban service delivery priorities should be ordered as follows: 
 

• Provide services and facilities designed to serve existing needs. 
• Prevent the deterioration of existing levels of service. 
• Upgrade City service levels, when feasible. 

 
Policy 2.  Capital and facility needs generated by new development should be financed by 
new development.  The existing community should not be burdened by increased taxes or by 
lowered service levels to accommodate the needs created by new growth.  The City Council 
may provide a system whereby funds for capital and facility needs may be advanced and later 
repaid by the affected property owners. 
 
Policy 4.  The City should be proactive in promoting consolidation of overlapping services 
between governmental jurisdictions where it would increase efficiency and quality of service 
delivery, both Countywide and regionally. 
 

Transportation Impact Policy Project  Draft EIR 
City of San José 35 September 2004 



Policy 5.  The minimum overall performance of City streets during peak travel periods 
should be LOS “D”. 
 

• In recognition of the City’s Smart Growth strategies and interest in creating and 
maintaining a livable community, San Jose is planning a balanced, multi-modal 
transportation system.  Livable streets that accommodate vehicular as well as 
appropriate pedestrian, bicycle, and transit facilities are an important component of 
this transportation system. 

 
• Development proposals should be reviewed for their measurable impacts on the level 

of service and should be required to provide appropriate mitigation measures if they 
have the potential to reduce the level of service to “E” or worse.  These mitigation 
measures typically involve street improvements.  When the mitigation for vehicular 
traffic compromises community livability by removing street trees, reducing front 
yards, or creating other adverse neighborhood impacts, then improvements to transit, 
bicycle, or pedestrian facilities may be considered in combination with more 
appropriate street improvements to meet the level of service standard. 

 
• To strengthen the neighborhood preservation strategy and objectives of the Plan, the 

City Council may adopt a Council Policy which establishes alternative mitigation 
measures, including improvements to transit, bicycle, and/or pedestrian facilities, for 
projects whose required traffic mitigation would result in a unacceptable impact on an 
affected neighborhood or City street. 

 
• An “area development policy” may be adopted by the City Council to establish 

special traffic level of service standards for a specific geographic area which 
determines development impacts and mitigation measures.  These policies may take 
other names or forms to establish the same purpose.  Area development policies may 
first be considered only during General Plan Annual Review and Amendment 
process; however, the hearing on an area development policy may be continued after 
the Annual Review has been completed and the area development policy may 
thereafter be adopted or amended at a public meeting at any time during the year.  
The City Council has adopted three Area Development Policies for Evergreen, North 
San Jose and Edenvale. 

 
• In recognition of the substantial non-traffic benefits of infill development, small infill 

projects may be exempted from traffic mitigation requirements. 
 

• In recognition of the unique position of the Downtown Core Area as the transit hub of 
Santa Clara County, and as the center for financial, business, institutional and cultural 
activities, development within the area bounded by Julian Street, Fourth Street, 
Interstate 280 and State Route 87 is exempted from traffic mitigation requirements. 
Intersections within and on the boundary of this area are also exempted from the LOS 
“D” performance criteria. 
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Consistency:  The project is a policy modification designed to update the City’s existing 
Traffic LOS Policy to better integrate it with other multimodal transportation policies in the 
General Plan.  Therefore, the project is not consistent with the existing Traffic LOS Policy; 
however, the purpose of the proposed Transportation Impact Policy is to guide analyses and 
determinations regarding the overall performance of proposed developments with the City’s 
General Plan level of service and with other General Plan multi-modal transportation 
policies, as discussed below. 
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Transportation Goals and Policies 
 

Transportation Goals 
 

1. Provide a safe, efficient, and environmentally sensitive transportation system for the 
movement of people and goods. 

2. Each decade, double the percentage of transit, bicycling, and walking trips as 
determined by Census data. 

3. Develop a continuous, safe, accessible, interconnected high quality pedestrian 
environment that promotes walking as a desirable mode of transportation. 

 
The General Plan contains various multi-modal transportation policies, which together seek 
to provide a safe, efficient, and environmentally sensitive transportation system for the 
movement of people and goods. 
 

Transportation Policies 
 
Thoroughfares 
 
Policy 1.  Interneighborhood movement of people and goods should occur on thoroughfares 
and is discouraged on neighborhood streets. 
 
Policy 2.  The City should cooperate with other jurisdictions to develop a thoroughfares 
system which adequately meets the demand for intra-County trips and minimizes traffic 
congestion consistent with the provisions of the Santa Clara County Congestion Management 
Program. 
 
Policy 3.  Public street right-of-way dedication and improvements should be required as 
development occurs. Ultimate thoroughfare right-of-way should be no less than the 
dimensions as shown on the Land Use/Transportation Diagram except when a lesser right-of-
way will avoid significant social, neighborhood or environmental impacts and perform the 
same traffic movement function. 
 
Policy 4.  Additional public street right-of-way beyond that designated on the Land 
Use/Transportation Diagram may be required to facilitate left-turn lanes, bus pullouts, and 
right-turn lanes in order to provide additional capacity at some intersections. 
 
Policy 5.  Where existing public street right-of-way is determined to be greater than 
necessary for street purposes, such surplus right-of-way should be disposed of in a manner 
consistent with State and local laws. 
 
Policy 6.  The City should encourage State participation in funding transportation projects 
intended to alleviate areas with a high incidence of accidents or major traffic congestion. 
 
Policy 7.  The traffic impacts on regional transportation facilities should be taken into 
consideration when reviewing major General Plan Land Use Diagram amendments. 
 
Policy 8.  Vehicular, bicycle, and pedestrian safety should be an important factor in the 
design of streets and roadways. 
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Impacts on Local Neighborhoods 
 
Policy 9.  Neighborhood streets should be designed to discourage through traffic and unsafe 
speeds. If neighborhood streets are used for through traffic or if they are traveled at unsafe 
speeds, law enforcement and traffic operations techniques should be employed to mitigate 
these conditions. 
 
Transit Facilities 
 
Policy 10.  The City of San José is evolving as an interregional transit hub for Northern 
California and the City should foster and encourage this evolution. 
 
Policy 11.  The City should cooperate with the Santa Clara Valley Transportation Authority, 
the California Department of Transportation and other transportation agencies to achieve the 
following objectives for the County’s public transit system: 
 

• Provide all segments of the City’s population, including the handicapped, elderly, 
youth and economically disadvantaged, with adequate access to public transit. 
Public transit should be designed to be an attractive, convenient, dependable and 
safe alternative to the automobile. 

• Enhance transit service in major commute corridors, and provide convenient 
transfers between public transit systems and other modes of travel. 

• Develop an efficient and attractive public transit system which meets the travel 
demand at major activity centers, such as the Downtown, major employment 
centers, major regional commercial centers, government offices, and colleges and 
universities. 

• New development should be required to install indented curbs for bus pullouts, 
bus shelters and other transit-related public improvements, where appropriate. 

 
Policy 12.  Privately owned transit systems, such as taxicabs and private bus companies, 
should be encouraged to provide convenient transfers to and from public transit systems. 
 
Policy 14.  The City should promote the installation of High Occupancy Vehicle (HOV) 
lanes on State highways, freeways, and County expressways. 
 
Policy 16.  Where feasible, transit stops should be compatible with the architectural style of 
adjacent development and should have appropriate amenities, including shade, to foster 
transit ridership. 
 
Pedestrian Facilities 
 
Policy 17.  Pedestrian travel should be encouraged as a mode of movement between 
residential and non-residential areas throughout the City and in activity areas such as schools, 
parks, transit stations, and in urban areas, particularly the Downtown Core and Frame Areas 
and neighborhood business districts by providing pedestrian facilities that are pleasant, safe, 
accessible to people with disabilities, and convenient. 
 
Policy 18.  Safe access and mobility for people with disabilities, in accordance with the 
Americans with Disabilities Act (ADA), will be implemented as a minimum standard in the 
design of all pedestrian facilities.  Additional features beyond the ADA are encouraged. 
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Policy 19.  The City should encourage walking, bicycling, and public transportation as 
preferred modes of transportation.  
 
Policy 20.  Pedestrian safety and access should be given priority over automobile movement. 
 
Policy 21.  All non-rural portions of San Jose should have a continuous sidewalk network.  
Existing deficiencies in the City’s sidewalks should be addressed through the Capital 
Improvement Program or other funding mechanisms.  
 
Policy 22.  Pedestrian pathways and public sidewalks should provide connectivity between 
uses, such as neighborhoods, schools, parks, libraries, open space, public facilities, shopping 
centers, employment centers, and public transit.  A continuous pedestrian facilities network 
should include pedestrian connections between neighborhoods, across natural and man-made 
barriers, between dead-end streets, and to trails and transit. 
 
Policy 23.  Each land use has different pedestrian needs.  Street and sidewalk designs should 
relate to the function of the adjoining land use(s) and transit access points.  
 
Policy 24.  In order to provide pedestrian comfort and safety, all pedestrian pathways and 
public sidewalks should provide buffers between moving vehicles and pedestrians where 
feasible (e.g., trees, planting strips, and parked cars).  
 
Policy 25.  To ensure that there is a continuous pedestrian network, pathways associated with 
a specific development should connect to the public pedestrian system.   
 
Policy 26.  The City’s Capital Improvement Program and other mechanisms should 
implement quality pedestrian facilities identified in the General Plan’s Pedestrian Priorities 
Area and Trails and Pathways Diagrams. 
 
Transportation Systems Management/Transportation Demand Management 
 
Policy 27.  The City should cooperate with the Santa Clara County Transit District, CalTrain 
and other appropriate transit agencies in the development of park and ride lots to support 
public transit. 
 
Policy 28.  The City should promote participation and implementation of appropriate 
Transportation Demand Management measures such as carpooling and vanpooling, 
preferential parking and staggered work hours/flextime, as well as bicycling and walking, by 
all employers. 
 
Policy 29.  The City should continue its participation in interjurisdictional approaches, such 
as the Santa Clara County Congestion Management Agency, to develop and implement 
appropriate techniques to improve the regional transportation system. 
 
Parking 
 
Policy 33.  Adequate off-street parking should be required in conjunction with all future 
developments.  The adequacy and appropriateness of parking requirements in the City of San 
José Zoning Code should be periodically re-evaluated. 
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Policy 34.  Public parking facilities should be located and designed in order to maximize the 
number of land use activities which can utilize the facility and to maximize utilization which 
can occur throughout the 24-hour day.  Joint use parking facilities should also be encouraged 
in private developments. 
 
Policy 35.  Reserved parking for the handicapped should be allocated at all public off-street 
parking sites. 
 
Policy 36.  Bicycle parking facilities should be provided at all public off-street parking sites. 
 
Policy 37.  Multiple occupancy vehicles should be afforded such incentives as preferred 
parking space location and reduced parking fees. 
 
Policy 38.  Parking facilities in the Downtown Core Area should be provided in three ways: 
 

• Short-term parking should be available on-site or in close proximity to new 
development. 

• Public perimeter parking should be provided within short walking distances to areas 
with the greatest employment densities. 

• Peripheral parking should be provided at the fringe of the Core Area where walking 
or shuttle-service distances are longer from employment centers. 

 
Rail 
 
Policy 39.  Whenever possible, grade separation of main line railroads and major arterial 
streets, particularly those of six lanes or more, should be provided.  The City should 
maximize the use of available State and Federal funds for grade-separated railroad crossings, 
and encourage the railroads to pay their equitable share of any such projects. 
 
Policy 40.  The City should continue its Capital Improvement Program to upgrade safety 
equipment at railroad crossings. 
 
Policy 41.  The City should take appropriate action to minimize unnecessary traffic delays on 
surface streets from trains by notifying the appropriate railroad personnel of such occurrences 
and, if necessary, notifying the Public Utilities Commission. 
 
Policy 42.  The City should encourage the railroads to fulfill their obligation to maintain 
railroad crossings. 
 
Policy 43.  For any decision regarding railroad rerouting or increased traffic on existing 
railroad routes, the effects of pollution, disruption or division of neighborhoods, demand for 
railroad service, and access for motor vehicles and pedestrians should be considered. 
 
Aviation 
 
Policy 44.  The City should continue to provide aviation services at San José International 
Airport and promote airline service which meet the present and future air transportation 
needs of local residents and the business community, and which minimize impacts on the 
surrounding community. 
 
Policy 45.  Capital improvements to San José International Airport as identified in the 
Airport Master Plan should be implemented in a timely manner. 
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Bicycling 
 
Policy 51.  The City should develop a safe, direct, and well-maintained transportation bicycle 
network linking residences, employment centers, schools, parks and transit facilities and 
should promote bicycling as an alternative mode of transportation for commuting as well as 
for recreation. 
 
Policy 52.  Bike lanes are considered generally appropriate on arterial and major collector 
streets.  Right-of-way requirements for bike lanes should be considered in conjunction with 
planning the major thoroughfares network and in implementing street improvement projects. 
 
Policy 53.  Priority improvements to the Transportation Bicycle Network should include: 
 

• Bike routes linking light rail stations to nearby neighborhoods. 
• Bike paths along designated trails and pathways corridors. 
• Bike paths linking residential areas to major employment centers. 

 
Policy 54.  Light rail stations and other public transit embarkation points should include 
secure and convenient bicycle parking facilities. 
 
Policy 55.  Bicycle parking facilities that are secure and convenient should be an integral 
component of such activity centers as major public facilities, business and employment sites 
and shopping centers. 
 
Policy 56.  Bicycle safety should be taken into consideration when implementing 
improvements for automobile traffic operations. 
 
Policy 57.  The City should cooperate with the County and other cities in designing and 
implementing the Countywide bikeways system.  In the design and implementation of the 
City’s bikeway system effort should be made to interconnect with the bikeway systems of 
adjacent cities. 
 
Consistency:  The purpose of the proposed revised Transportation Impact Policy is to guide 
analyses and determinations regarding the overall performance of proposed developments 
with the City’s various General Plan multi-modal transportation policies.  The proposed 
Policy is specifically designed to consolidate and be consistent with the transportation goals 
and policies of the General Plan. 
 
Trails and Pathways Goals and Policies 
 

Trails and Pathways Goal 
 

• Provide a network of trails and pathways throughout the City in order to maximize 
the City’s recreational opportunities and to provide alternate means of both 
commuting and reaching regional parks and other natural areas. 
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Trails and Pathways Policies 
 
Policy 1.  The City should control land development along designated Trails and Pathways 
Corridors in order to provide sufficient trail right-of-way and to ensure that new development 
adjacent to the corridors does not compromise safe trail access nor detract from the scenic 
and aesthetic qualities of the corridor. 
 
Policy 2.  When new development occurs adjacent to a designated Trails and Pathways 
Corridor, the City should encourage the developer to install and maintain the trail. 
 
Policy 4.  Bridges and other public improvements within designated Trails and Pathways 
Corridors should be designed to provide safe and secure routes for trails, including grade 
separation of roadways and trails whenever feasible.  
 
Policy 5.  The City should promote cooperative interagency planning of trails and pathways 
in order to establish and encourage their use for both recreational purposes and as alternate 
transportation routes. 
 
Policy 6.  The incorporation of trails and pathways into lanes used for public and utility 
purposes is encouraged. 
 
Policy 7.  Trails should be built to meet the trail standards established by the Department of 
Public Works.  Trail design should provide sufficient light, vertical and horizontal clearance, 
and landscape setbacks from adjacent development to ensure a safe and aesthetically pleasing 
recreational experience. 
 
Policy 8.  In areas which are already developed and where insufficient right-of-way exists to 
provide trails separate from existing roadways, the City should consider interim trail 
alignments along public roadways to provide linkages with trail corridors and public 
transportation facilities. 
 
Policy 9.  Trails and pathways should be designed and constructed in a manner which allows 
safe access to each type of trail experience for people of all abilities to the maximum extent 
possible. 
 
Consistency:  The purpose of the proposed revised Transportation Impact Policy is to guide 
analyses and determinations regarding the overall performance of proposed developments 
with the City’s various General Plan multi-modal transportation policies.  The proposed 
Policy is specifically designed to be consistent with the trails and pathways goals and policies 
of the General Plan. 
 
Because the General Plan provides policy direction for a large and diverse community, the 
City must balance priorities in light of various goals.  For those circumstances in which 
policies for implementing or protecting elements of the City’s multi-modal transportation 
system might seem to be at odds, the proposed Transportation Impact Policy gives direction 
and structure regarding how those policies are to be interpreted. 
 

Transportation Impact Policy Project  Draft EIR 
City of San José 42 September 2004 



Major Strategies 
 

Growth Management Major Strategy 
 
The City has established the Growth Management Major Strategy to find the balance 
between the need to house new population and the need to balance the City’s budget, while 
providing acceptable levels of service.  The need to accommodate housing development is 
created by the City’s Economic Development Major Strategy and the normal increase of 
population in the City.  In order to balance service demands and revenue sources, the location 
of housing is critical to minimizing service costs. 
 
The location of growth in the City is established by the Greenline/Urban Growth Boundary 
(G/UGB), which defines the City’s ultimate urban limit.  The G/UGB, in conjunction with 
the Urban Service Area and together with other General Plan policies, encourages compact, 
efficient infill development and discourages more costly development on the edge of the 
City.  Infill development of housing and commercial uses on vacant or underutilized sites 
benefits the City if the need for new facilities and services are minimal.  Level of service 
policies for transportation, sanitary sewage, and sewage treatment facilities, as well as City 
ordinances and policies requiring that new development pay for necessary infrastructure 
improvements, will ensure that new development does not substantially impact existing 
neighborhoods. 
 
Consistency:  By reducing the vehicular traffic flow mitigation requirements at the 13 
designated intersections, the proposed Transportation Impact Policy would encourage infill 
development in the vicinity of these 13 intersections because they are located along 
intensification corridors and within special planning areas where the City has made explicit 
provision for infill development in proximity to public transit.  The buildout of infill 
development in these areas, in conformance with the General Plan designations would be 
consistent with the City’s Growth Management Major Strategy. 
 

Housing Major Strategy 
 
The goals of the City of San José Housing Major Strategy include improving San José’s 
existing housing resources, meeting the housing needs of all segments of the community, and 
providing a variety of housing types within the community for all economic levels.  The 
General Plan states that sound growth should be encouraged in the City by locating housing 
near job centers, optimizing the service capacity of existing infrastructure, encouraging 
public transit use, and by efficient reuse of land.  To achieve this objective, the City’s 
housing strategy includes careful planning for residential land uses at appropriate locations 
and densities.  The strategy seeks to maximize housing opportunities on infill parcels already 
served by the City and to consider the addition of new residential lands only when the City is 
confident that urban services can be provided.  The housing strategy also seeks to provide 
sufficient housing opportunities for new workers to encourage and support continued 
economic development. 
 
Consistency:  By reducing the vehicular traffic flow mitigation requirements at the 13 
designated intersections, the proposed Transportation Impact Policy would optimize the 
capacity of existing roadways to provide other multimodal facilities (such as bike lanes, 
pedestrian pathways, etc.), and therefore, encourage infill housing development near existing 
infrastructure.  For this reason, the project would be consistent with the City’s Housing Major 
Strategy. 
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Sustainable City Strategy 
 
The Sustainable City Strategy reflects San José’s desire to become an environmentally and 
economically sustainable City, minimizing waste and efficiently using its natural resources. 
 
Consistency:  The proposed Transportation Impact Policy modifications do not involve any 
physical development.  The construction of vehicular mitigation improvements, otherwise 
required by development projects, typically adds automobile travel lanes, which results in 
wider roadways that discourage alternative modes of transportation (i.e., bike lanes, 
pedestrian pathways, etc.).  The elimination of additional vehicular travel lanes would limit 
conflicts between vehicular improvements and non-automobile transportation facilities.  
Therefore, the proposed policy would encourage the use of alternate forms of transportation, 
which are more energy efficient and less polluting.  By reducing the vehicular traffic flow 
mitigation requirements at the 13 designated intersections, the proposed policy change would 
encourage infill development in the vicinity of these intersections, in proximity to public 
transit.  The buildout of infill development, in conformance with the General Plan 
designations would be consistent with the City’s Sustainable City Major Strategy. 
 

Balanced Community Goal 
 
One of the policies for achieving the Balanced Community Goal states that the City should 
foster development patterns which will achieve a “whole and complete community” in San 
José, and improve the balance between jobs and housing, to the greatest extent feasible. 
 
Consistency:  As described above, by reducing the vehicular traffic flow mitigation 
requirements at the 13 designated intersections, the proposed policy change would encourage 
infill development in the vicinity of these intersections, in proximity to public transit.  The 
buildout of infill development, in conformance with the General Plan designations would be 
consistent with the City’s Balanced Community Goal. 
 
Overall Consistency with the City of San José General Plan:  Overall, the proposed 
Transportation Impact Policy is consistent with the San José 2020 General Plan. 
 

Post-Construction Urban Runoff Management Policy 
 
The City’s Post-Construction Urban Runoff Management Policy states that all new 
development projects proposing 5,000 square feet or more of new building rooftop or paved 
area, or 25 or more uncovered parking stalls should include the following: 1) install and 
maintain post-construction treatment control measures; 2) stencil on-site inlets in 
conformance with City requirements; and 3) clean on-site inlets a minimum of once per year, 
prior to the wet season.  All post-construction treatment control measures are required by the 
Policy to be installed, operated and maintained by qualified personnel, and property 
owners/applicants are required to keep maintenance and inspection records.  For projects 
with suitable landscape areas, the Policy also identifies vegetative swales or biofilters as the 
preferred treatment control measures.  
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Consistency:  The project does not propose any construction or physical development, and 
therefore, would not be subject to the Post-Construction Urban Runoff Management Policy.  
Any future development projects, which may be allowed after adoption of this proposed 
Policy, which meet the above criteria, would be subject to individual environmental review 
and also subject to the provisions of the Post-Construction Urban Runoff Management 
Policy.  It should be noted that, in general, the proposed Policy would result in fewer 
roadway widenings, which would result in less impermeable surface, and therefore, reduce 
runoff in accordance with the goals of the City’s Post-Construction Urban Runoff 
Management Policy. 
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II. ENVIRONMENTAL SETTING, IMPACTS AND  
MITIGATION MEASURES 

 
 
In accordance with Section 15143 of the CEQA Guidelines, the discussion in this EIR is focused on 
the significant effects on the environment resulting from this Transportation Impact Policy Revision 
project.  An Initial Study was prepared in July 2002, which identified the potential impacts likely to 
occur as a result of this project and dismissed other areas where clearly no significant impacts are 
likely to occur.  The Initial Study is presented in Appendix A of this EIR.4 
 
 
A. LAND USE 
 

1. Existing Setting 
 
The proposed Transportation Impact Policy would apply citywide, except 1) the Downtown 
Core Area, and 2) within areas where localized adopted “Area Development Policies” are in 
effect.  Area Development Policies are adopted by the City Council pursuant to General Plan 
policies that allow geographically specific techniques for mitigating development impacts.  
Currently, there are three active Area Development Policies–North San José, Evergreen, and 
Edenvale.  The Downtown Core Area is addressed in the General Plan as a unique transit hub 
and center of urban activities.  Refer to Figure 3 for the current boundaries of the Downtown 
Core Area and the Area Development Policies. 
 
While the entire Policy applies generally to the City as a whole, the proposed Policy 
modifications include the creation of a list of “Protected” intersections, which the City 
considers specifically inappropriate for further improvement or expansion because they are 
fully “built out”, such that any additional vehicular capacity-enhancing improvements could 
cause a degradation to other transportation modes beyond the minimum standards set forth by 
the City.  There are 13 intersections currently proposed for that list.  Refer to Figures 4 and 5 
for the locations of these 13 “Protected” intersections.  As shown on Figures3, 4 and 5, all of 
the intersections are at infill locations, well within the Urban Service Area and the 
Greenline/Urban Growth Boundary of the City.  The intersections are located within or 
adjacent to the special planning areas mentioned previously. 
 
The discussion of land use impacts below focuses on the existing land uses and possible 
impacts likely to occur at those 13 intersections.  A more generalized discussion is included 
for the citywide impacts that might reasonably be anticipated from implementation of the 
other proposed modifications to the City’s policy. 
 

Existing Land Uses 
 
As described in the previous section, the proposed Transportation Impact Policy allows for 
the creation of a list of intersections that are not suitable for additional expansion or physical 
capacity-enhancing improvements.  This list would be adopted by the City Council, and 
would be subject to review and possible additions/deletions in the future.  Any future 
additions to the list would require the preparation of subsequent environmental review 
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City of San José 46 September 2004 



documents, in conformance with CEQA.   The 13 existing intersections that are proposed for 
inclusion on the list initially are shown on Figure 5.  As mentioned above, the 13 
intersections are located at infill locations throughout the urbanized areas of the City of San 
José, and are believed to be built to their maximum capacity, where further expansion would 
cause significant adverse effects upon existing or approved transit facilities, nearby land uses, 
or local neighborhoods.     
 
Refer to Figures 6 through 18 for aerial photographs of the intersections.  All 13 intersections 
are either fully improved (with vehicle travel lanes, traffic lights, curbs, gutters, sidewalks, 
parkstrips, and in some cases, bicycle lanes) or have improvements that are under 
construction.  These intersections are proposed for inclusion at this time because they 
presently contain, or will contain when completed, significant transit improvements, or they 
are surrounded by urban uses built to their full intensity, or a combination of both 
circumstances; the City believes further vehicular capacity-enhancing improvements at these 
locations would degrade other transportation modes and facilities to less than minimum 
standards established by the City.  The specific physical context of each of the 13 
intersections is described below. 
 

Surrounding Land Uses 
 
Refer to Figures 6 through 18 for the aerial photographs showing the land uses immediately 
surrounding each intersection. 
 
The Alameda/Hedding Street 
 
The Alameda/Hedding Street intersection is near The Alameda Neighborhood Business 
District and is fully developed.  The roadways at this intersection are built out to a width on 
both streets that is consistent with the existing and planned future uses of adjacent properties.  
This intersection is also a designated CMP intersection (refer to discussion in Section I. F. 
Consistency with Adopted Plans and Policies of this EIR).  Parking has been restricted on 
both streets near the intersection to maximize the existing width capable of being utilized for 
vehicular movements.  The intersection contains office buildings on three corners and an 
apartment building on the fourth.  Large, mature trees in park strips between the curb and 
sidewalk are found along most of both sides of The Alameda and Hedding Street in the area. 
The park strips have been eliminated on three of the four corners at this intersection, and only 
palm trees occur in a park strip on the fourth corner.  The intersection contains standard curb, 
gutter and sidewalks along both streets, and there is a narrow concrete median in The 
Alameda. 
 
There is a bike route on The Alameda south of the Hedding Street intersection.  No bike route 
exists in the intersection itself.  There are future/planned bikeways on the other three 
approaches. 
 
Bird Avenue/San Carlos Street 
 
This intersection is located at the eastern end of the Midtown Neighborhood Business District 
and is within a Transit-Oriented Development Corridor.  Properties adjacent to the Bird 
Avenue/San Carlos Street intersection are fully developed with uses that are consistent with 
the types of land uses planned there.  The roadways are currently built out to a width that is 
consistent with the existing and planned uses, and with the width of the two streets north, 
east, south, and west of the intersection.  The intersection is surrounded by commercial and 
retail uses, including a car wash, a motorcycle store, an unoccupied commercial building, and 
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a gasoline service station.  The intersection contains standard curb, gutter and sidewalks 
along both sides of both roadways.  There is a median in Bird Avenue to the north and south 
of the intersection.  There is a median in San Carlos Street west of the intersection.  There are 
no bicycle facilities present at or near this intersection.   
 

 Meridian Avenue/San Carlos Street 
 
This intersection is located within the Midtown Neighborhood Business District and is within 
a “Transit-Oriented Development Corridor.”  Properties adjacent to the Meridian Avenue/San 
Carlos Street intersection are fully developed with uses that are consistent with the types of 
land uses planned there.  The roadways are currently built out to a width that is consistent 
with the existing and planned uses, and with the width of the two streets north, east, south, 
and west of the intersection.  Meridian Avenue narrows substantially and ends two blocks 
north of the intersection.  The intersection is surrounded by commercial and retail uses, 
including a shopping center, a freestanding drug store, and commercial storefronts that are 
immediately behind the sidewalk.  The intersection contains standard curb, gutter and 
sidewalks along both sides of both roadways.  There is a median in San Carlos Street that 
contains landscaping in the western segment of the intersection. 
 
There are no bicycle facilities present at or near this intersection.  The General Plan identifies 
future/planned bikeways in all four directions.   
 

 Lincoln Avenue/Willow Street 
 
This intersection is located within the Willow Glen Neighborhood Business District.  
Properties adjacent to the intersection are fully developed with uses that are consistent with 
the types of land uses planned there.  The roadways are currently built out to a width that is 
consistent with the existing and planned uses, and with the width of the two streets north, 
east, south, and west of the intersection.  Both streets are heavily commercial along this 
stretch, with restaurants, offices, banks, and retail shops that are either directly behind the 
sidewalk or behind shallow parking areas.    The intersection contains standard curb, gutter 
and sidewalks along both sides of both roadways.  There are street trees in tree wells adjacent 
to the curb at or near all four legs of the intersection.  There are no concrete or landscaped 
medians in either roadway. 
 
Bike lanes are present on both sides of Willow Street.  The General Plan identifies 
future/planned bikeways on Lincoln north of Willow Street. 
 

 East Santa Clara Street/24th Street 
 
This intersection is located within the East Santa Clara Street Neighborhood Business 
District, is within a Transit-Oriented Development Corridor, and is surrounded by 
commercial uses.  The northeast and northwest corners are occupied by freestanding 
commercial buildings with adjacent parking lots.  The southwest corner is a commercial 
building with storefronts behind the sidewalk and parking behind.  The southeast corner is a 
used car dealership.  There are occasional street trees along East Santa Clara Street.  There 
are standard curb, gutter and sidewalks along both sides of both roadways.  There are no 
bicycle facilities present at or near this intersection. 
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 North First Street/Taylor Street 
 
The North First Street/Taylor Street intersection is located along the LRT line that runs north-
south between Downtown and North San José.  The intersection is adjacent to the Jackson-
Taylor Planned Residential Community.  North First Street is designated as a Transit-
Oriented Development Corridor along this section, and the street was reduced to one lane in 
each direction when the LRT was constructed; it widens just north of this intersection.  
Taylor Street transitions at this intersection from a two lane roadway east of North First 
Street to a four lane roadway west of North First Street.  Taylor widens even farther as it 
becomes part of an urban interchange with SR 87 farther to the west.  The roadways are 
currently built out to a width that is consistent with the existing and planned uses, and with 
the width of the two streets north, east, south, and west of the intersection. 
 
All four corners are fully developed, and a major mid-rise residential development has been 
approved to replace a two-story office building on the northwest corner.  The other adjacent 
land uses include a mid-rise office building and adjacent bank on the southwest corner, a 
Victorian converted to retail use on the southeast corner, and an apartment building on the 
northeast corner.  The LRT runs in a north-south direction in the raised median in North First 
Street. There are street trees adjacent to the curb on both streets.  The intersection contains 
standard curb, gutter and sidewalks along both sides of both roadways. 
 
There are no bicycle facilities present at or near this intersection. The General Plan identifies 
future/planned bikeways on Taylor Street, west of North First Street.  The future/planned 
bikeways for Taylor, east of North First Street, are considered unlikely to be completed in the 
near future. 
 

 North Fourth Street/Hedding Street 
 
The North Fourth Street/Hedding Street intersection is located within a Transit Oriented 
Development Corridor and the adjoining properties are fully developed with uses that are 
consistent with the types of land uses planned there.  The roadways are currently built out to 
a width that is consistent with the existing and planned uses, and with the width of the two 
streets north, east, south, and west of the intersection.  Three of the four quadrants of the 
intersection are developed with one-story single-family and duplex residential units, which 
land uses are consistent with the General Plan designations on the property.  Burnett 
Academy (a middle school), the Burnett Information and Enrollment Center, and outdoor 
recreational courts associated with the school are located in the southwest quadrant of the 
intersection.   There are street trees planted in park strips along the Burnett frontage of North 
Fourth Street, and on Hedding Street immediately east of North Fourth Street.  The 
intersection contains standard curb, gutter and sidewalks along both sides of both roadways.  
There are no concrete or landscaped medians in either roadway. 
 
There are no bicycle facilities present at or near this intersection. The General Plan identifies 
future/planned bikeways in all four directions. 
 
North Eleventh Street/East Taylor Street 
 
This intersection is located at the edge of the Jackson Taylor Planned Community and the 
adjoining properties are developed with uses that are consistent with the types of land uses 
planned there.  The roadways are currently built out to a width that is consistent with the 
existing and planned uses, and with the width of the two streets north, east, south, and west of 
the intersection.  The intersection is developed with single-story single-family residences on 
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three corners, and in the northwest quadrant is an industrial building with a landscaped 
parking lot directly adjacent to the intersection.  The single-family houses are consistent with 
the General Plan designations for those properties; the northwest quadrant is designated for 
high-density residential uses.  Street trees in park strips are located at irregular intervals along 
both streets.  The intersection contains standard curb, gutter and sidewalks along both sides 
of both roadways. 
 
An existing bike route is present on North Eleventh Street. The General Plan identifies 
future/planned bikeways on Taylor Street, although this improvement has a low priority in 
the City’s Capital Improvement Program and likely will not be completed in the near future. 
 

 Capitol Avenue/McKee Road 
 
This intersection is within a Transit-Oriented Development Corridor and is under 
construction for improvements to a width that is consistent with the types of adjacent land 
uses planned there.  The roadways are being widened to a width that is consistent with the 
existing and planned uses on adjacent properties, and with the width of the two streets north, 
east, south, and west of the intersection.  Adjacent properties are fully developed with land 
uses consistent with their existing General Plan designations.  The intersection is adjacent to 
three gas stations and a shopping center, with substantial quantities of pavement at the 
intersection.  While fully developed, the service station sites could be redeveloped with more 
intense land uses in the future.  The Capitol Corridor LRT project has recently been 
constructed within the median in Capitol Avenue.   Improvements that reflect intersection 
widening to accommodate the LRT line have recently been constructed.  There are no street 
trees or substantial landscaped setbacks adjacent to the intersection, although there are small 
landscaped areas on three of the corners.  The intersection contains curb, gutter and sidewalk 
improvements along both sides of both roadways. 
 
Bike lanes are present on Capitol Avenue.  The General Plan identifies future/planned 
bikeways on McKee Road. 
 

 Capitol Avenue/Berryessa Road 
 
This intersection is also within a Transit-Oriented Development Corridor and the adjacent 
properties are fully developed with uses that are consistent with the types of land uses 
planned there.  The roadways are currently built out to a width that is consistent with the 
existing and planned uses, and with the width of the two streets north, east, south, and west of 
the intersection.  The Berryessa Road/Capitol Avenue intersection is surrounded by a variety 
of commercial and retail uses. All four corners contain commercial development, with 
service stations on two of the corners.  The age and intensity of existing development may 
encourage the adjacent properties to be redeveloped after the transit line is in place.  
Improvements that reflect intersection widening to accommodate the LRT line have recently 
been constructed.  There are no street trees near the intersection, but each of the corners has 
small landscaped areas adjacent to the intersection.  The intersection contains curb, gutter and 
sidewalk improvements along both sides of both roadways.  Bike lanes are present on all 
approaches except Berryessa Road east of Capitol Avenue. 
 

 Capitol Avenue/Hostetter Road 
 
The Capitol Avenue/Hostetter Road intersection is within a Transit-Oriented Development 
Corridor and is bordered to the northeast and southeast by one- and two-story single-family 
subdivisions, which are consistent with the General Plan land use designations.  Sound walls 
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separate the backyards of these houses from the intersection.  The property in the southwest 
quadrant is an orchard and contains rows of trees; the General Plan designates the property 
for high-density residential uses.  A service station and shopping center are located in the 
northwest quadrant of the intersection.  The Capitol Corridor LRT project has recently been 
constructed within the median in Capitol Avenue.   There are no designated bicycle lanes in 
the roadways at this intersection.  There are curb, gutter, and sidewalk improvements in all 
four quadrants of this intersection; all roadway improvements are not, however, in place 
along the full frontage of the existing orchard.  Bike lanes are present on all approaches 
except Hostetter Road, east of Capitol Avenue. 
 

 Capitol Avenue/Cropley Avenue-Trade Zone Boulevard 
 
This intersection is developed with uses that are consistent with the types of land uses 
planned there.  The roadways are currently built out to a width that is consistent with the 
existing and planned uses, and with the width of the two streets north, east, south, and west of 
the intersection.  The intersection is bordered by commercial and office uses in the northern 
and eastern quadrants.  Two service stations/auto service facilities are located directly on the 
two corners.  Multi-family residential developments are located in the western and southern 
quadrants, with buildings which front onto Capitol Avenue and Trade Zone Boulevard.  
There are no street trees along either roadway near the intersection, although the residential 
developments both include landscaped setbacks.   The Capitol Corridor LRT project has 
recently been constructed within the median in Capitol Avenue.  The intersection contains 
curb, gutter and sidewalk improvements along both sides of both roadways. 
 
Bike lanes are present on Capitol Avenue, in both directions. The General Plan identifies 
future/planned bikeways on Cropley Road in this area. 
 
Stevens Creek Boulevard/Winchester Boulevard 
 
This intersection is located within the Midtown Neighborhood Business District and is within 
a Transit Oriented Development Corridor.  The Stevens Creek Boulevard/Winchester 
Boulevard intersection is fully developed with uses that are consistent with the types of land 
uses planned there.  The roadways are currently built out to a width that is consistent with the 
existing and planned uses, and with the width of the two streets north, east, south, and west of 
the intersection.  The intersection is surrounded by commercial and retail uses, including a 
strip commercial stores, a supermarket, various commercial stores (part of Santana Row), and 
stand-alone commercial uses (a florist and a sporting goods store).  The intersection contains 
standard curb, gutter and sidewalks along both sides of both roadways.  There is a median in 
Winchester Boulevard to the north and south of the intersection.  There is a median in 
Stevens Creek Boulevard east and west of the intersection.  There are no bicycle facilities 
present at or near this intersection.   
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2. Land Use Impacts 
 

Thresholds of Significance 
 
For the purposes of this EIR, a land use impact is considered significant if the project would: 
 

• physically divide an established community; or 
• conflict with any applicable land use plan, policy or regulation of an agency with 

jurisdiction over the project adopted for the purpose of avoiding or mitigating an 
environmental effect; or 

• conflict with established residential, recreational, educational, religious, or scientific 
uses of the area; or 

• displace substantial numbers of existing housing, necessitating the construction of 
replacement housing elsewhere; or 

• displace substantial numbers of people, necessitating the construction of replacement 
housing elsewhere. 

 
The project which is the subject of this EIR is not development, but a modification of an 
established City policy.  The City’s General Plan LOS Policy and the modified 
Transportation Impact Policy which is discussed in this EIR will guide and influence future 
development.  It is assumed that the future development will be consistent with the City’s 
General Plan as it currently exists and as it may be modified in the future.  Development 
under the City’s General Plan and Zoning Ordinance follows a multi-tiered development 
process that typically includes a general level of review and CEQA analysis at the General 
Plan stage, followed by a detailed project-level review and CEQA analysis when specific 
development is proposed.  On occasion, these two analytical procedures occur concurrently. 
 
The current Traffic LOS Policy and the proposed Transportation Impact Policy would serve 
both as a threshold of significance and a measure of General Plan conformance for future 
development proposals.  These roles are consistent with the purposes the policies have served 
in the past. 
 
The Traffic LOS Policy will not determine what land use is developed at any specific 
location, nor will it modify any of the land use policies that guide development under the 
adopted General Plan.  The Transportation Impact Policy would not facilitate or encourage 
any infrastructure or other physical improvements that could divide an established 
community.  By limiting the extent to which traffic improvements proposed to increase 
vehicular capacity can eliminate or restrict other modes of transportation, including bicycle 
and pedestrian facilities, the policy modifications may reduce adverse impacts on multi-
modal access within neighborhoods.  The creation of a category of “Protected” intersections 
that cannot be further expanded reduces the likelihood of creating broad intersections that 
divide neighborhoods. 
 

Land Use Conflicts 
 

Transportation Impact Policy Project  Draft EIR 

Land use conflicts can arise from two basic causes: 1) a new development or land use may 
cause impacts to persons or the physical environment in the vicinity of the project site or 
elsewhere; or 2) conditions on or near the project site may have impacts on the persons or 
development introduced onto the site by the new project.  Both of these circumstances are 
aspects of land use compatibility.  Potential incompatibility may arise from placing a 
particular facility or land use at an inappropriate location, or from some aspect of the 
project’s design or scope.  Depending on the nature of the impact and its severity, land use 
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compatibility conflicts can range from minor irritations and nuisance to potentially 
significant effects on human health and safety.   
 
Land use impact discussions typically distinguish between potential impacts from the 
proposed project upon persons and the physical environment, and potential impacts from the 
project’s surroundings upon the project itself.  The direct changes in the physical 
environment that would result from adoption of the proposed Transportation Impact Policy 
would primarily include preventing future mitigation for level of service (LOS) impacts from 
adversely affecting other transportation modes, including bicycle, pedestrian, and transit 
facilities, and allowing congestion to increase at 13 urban intersections without requiring 
further improvement or expansion of vehicular capacity at those intersections. 
 
Direct Land Use Impacts from the Project 
 
As stated previously, the proposed project modifies an existing City Council policy.  Its 
purpose is to guide implementation of the City’s various multi-modal transportation policies, 
including the Traffic LOS Policy.  The primary modifications that are proposed to existing 
City policies include: 1) proposed limitations on intersection improvements that would limit 
the extent to which increasing roadway capacity for vehicles is allowed to adversely effect 
other transportation facilities, and 2) limiting future expansion of 13 existing urban 
intersections beyond their currently planned design configuration. 
 

Land Use Impacts from 
LOS Traffic Improvements 

 
Currently, where street widening encroaches into a developed site, the reconfigured land use 
must generally maintain equivalent landscaping and parking; in other words, the private 
project that is seeking to mitigate its traffic impacts by street widening must also contribute 
toward improvements necessary to replace lost parking and/or landscaping.  In some cases, 
restriping a parking lot can increase its efficiency and maintain the number of parking spaces 
required, while still retaining the required landscaped setback, which thereby avoids 
significant land use impacts. 
 
In many cases, this would mean buying additional right-of-way from adjacent properties.  It 
has generally been the City’s policy in recent years to not allow such right-of-way widening 
to eliminate existing landscaping or needed parking on private property.   
 
In those circumstances where street widening is necessary to maintain LOS D or avoid 
adverse LOS impacts, and where private development has occurred on adjacent intersections 
in such a fashion that street widening would require building modifications, the private 
developer required to implement the LOS improvements may have to negotiate with the 
property owner to implement the building modifications.  Modifications to existing land uses 
would be subject to the City’s Zoning Ordinance and Building Code.  Because the 
negotiations would be between private parties, it is assumed that the agreement reached 
would be mutually acceptable to both parties and would not result in unacceptable land use 
impacts to the private land use. 
 
By disallowing roadway modifications that would increase vehicle capacity but adversely 
impact multi-modal transportation facilities or adjacent land uses, the proposed policy change 
would limit the types of improvements that can be utilized to mitigate vehicular LOS impacts 
from future new development.  For example, instead of creating a new automobile lane by 
eliminating a bicycle lane, or eliminating a row of mature trees that protect a sidewalk from 
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the travel lanes, or reducing a sidewalk down to a substandard width, new development 
projects would need to find other methods to increase intersection capacity, consistent with 
the proposed Policy.   
 
 Modifying City policy to prevent vehicular traffic capacity improvements from 

adversely impacting multi-modal transportation facilities would not result in 
significant adverse land use impacts.  (LESS THAN SIGNIFICANT IMPACT) 

 
Land Use Impacts at 

Protected Intersections 
 
If adopted, the policy modifications would not change the nature, land use designation, or 
character of these 13 existing intersections.  The project does not propose any specific 
construction or physical development at any of the 13 intersections.  The project would not 
require any additional street right-of-way at these intersections.  
 
The proposed creation of “Protected” Intersections would allow additional development in 
the City to be approved, which would result in incrementally increased vehicular traffic and 
congestion at these intersections.  By allowing congestion to worsen at these intersections, 
the project would result in increased noise, air quality, traffic overflow, and possible 
disturbance to the operations of businesses (such as congestion blocking entries, traffic 
cutting through parking lots, etc.).  Impacts associated with noise are addressed in Section 
II.D. Noise; air quality impacts are discussed in Section II. C. Air Quality.  The likelihood 
that traffic overflow would adversely affect residential neighborhoods or other nearby land 
uses is discussed in Section II.B. Traffic, Transportation and Circulation. 
 
As congestion increases at individual intersections, traffic queues will increase in length.  
This can result in traffic blocking driveways for businesses or residences near the 
intersections, or cars cutting through parking lots to avoid intersections.  Generally the 
conditions resulting from significant congestion would be experienced in one direction in the 
morning peak hour, and the opposite direction in the evening peak hour.  While annoying, 
traffic queues that block commercial and residential driveways are considered to be 
operational issues for a specific area and are not considered to be significant environmental 
impacts for the purposes of CEQA (see section II.B. Transportation of this EIR for a 
discussion of the project’s impacts on traffic and circulation).   Likewise, cutting through 
commercial driveways can be a nuisance to the businesses, but the practice can be limited by 
the use of speed bumps, diverters, landscaped barriers and other traffic operation design 
techniques. 
 
Based on the above discussion, the proposed policy modifications would not significantly 
impact adjacent land uses.  Since the proposed Policy would apply to an existing urbanized 
area, it would not physically divide an established community or result in the loss of open 
space or agricultural land.  The proposed policy change would not affect or conflict with any 
applicable habitat conservation plan or natural community conservation plan.  For these 
reasons, the proposed Transportation Impact Policy would not directly result in significant 
impacts to any existing land uses. 
 
 The proposed policy modifications would limit adverse changes to existing 

multi-modal transportation facilities, and would not allow further auto 
improvements or capacity expansion of 13 existing urban intersections.  The 
proposed policy modifications would not result in significant direct land use 
impacts.  (LESS THAN SIGNIFICANT IMPACT) 
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 Indirect Land Use Impacts from the Project 

 
The proposed revisions to the Transportation Impact Policy, if adopted, would change the 
mitigation requirements at 13 intersections.  By not requiring further LOS Traffic 
Improvements to these intersections, but still allowing development that would increase 
congestion, this policy modification would allow private development to occur that might 
otherwise not be approvable.  These individually proposed private developments would occur 
at various locations throughout the City.  At this time, the only known physical characteristic 
of these developments is the amount of traffic they would generate through these 13 
intersections, based on existing General Plan designations.  Other impacts from these 
developments would be secondary effects, and not a direct result of modifying the LOS 
policy for these 13 intersections.  The revised policy would not allow for development which 
is not otherwise consistent with the General Plan and Zoning Ordinance. 
 
Because it is not known exactly where or when such future development could occur, it 
would be too speculative to attempt to specifically identify or quantify the land use impacts 
that could result from these future developments.  All specific future development proposals 
would be subject to the City’s land use entitlement processes, public noticing and review, and 
each would need to complete their own environmental review in conformance with CEQA. 
 
 Adoption of the proposed Transportation Impact Policy, with the provision that 

future development could still be approved even though it causes traffic 
congestion at these 13 intersections to exceed the standard of the LOS Policy, 
could result in secondary land use impacts from future development.  It cannot 
be determined at this time what those specific impacts might be.  (SIGNIFICANT 
IMPACT) 

 
 3. Mitigation and Avoidance 

 
CEQA requires that an EIR identify possible mitigation for each significant impact which 
might result from a project, and that the EIR distinguish between mitigation proposed to be 
included in the project, and other mitigation measures which are not proposed but which 
might reasonably be expected to reduce or avoid the significant impacts. 
 

Mitigation Measures Proposed by the Project 
 
The following mitigation measure is proposed as part of the project to avoid potential land 
use impacts: 

 
• Future development that is allowed to proceed without mitigating LOS impacts at one 

or more of the Protected Intersections would continue to be subject to the City’s 
existing land use entitlement process, conformance with the City’s General Plan and 
Zoning Ordinance, conformance with the City’s adopted Guidelines, and would be 
required to complete project-specific CEQA review.  Therefore, the adoption of the 
proposed Transportation Impact Policy would not reduce the availability or 
effectiveness of these other policies, standards and guidelines, as they apply to all 
private development in San José. 
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Conclusion:  Adoption of the proposed Transportation Impact Policy would not 
reduce the availability or effectiveness of those policies, standards or guidelines that 
presently apply to all private development in San José.  The proposed policy does not 
encourage or allow any repeal of land use standards or design requirements.  With 
implementation of the above mitigation, the proposed Transportation Impact Policy 
modifications would not result in significant direct or indirect adverse land use impacts.  
(LESS THAN SIGNIFICANT IMPACT WITH MITIGATION) 
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B. TRAFFIC, TRANSPORTATION AND CIRCULATION 
 
The following discussion is based upon a traffic impact analysis completed by the City of San José, 
Department of Transportation, for the proposed Transportation Impact Policy project.  The 
calculations are included in Appendix C of this EIR. 
 

1. Existing Setting 
 
The regional highway system, local streets, bicycle and pedestrian facilities, and transit 
systems serving the City of San José, are generally described below. 
 

Roadway Network 
 
Regional Highways 
 
The City is generally served by several regional highways: U.S. Highway 101, Interstate 
280/680, Interstate 880/State Route 17, State Route 237, State Route 87, and State Route 85 
(refer to Figure 1). 
 
U.S. Highway 101 (US 101) is an eight-lane highway that extends from Los Angeles, in the 
south, to the Oregon state border, in the north.  In the vicinity of the project, US 101 runs in 
the north-south direction, and includes three mixed-flow lanes and one high occupancy 
vehicle (HOV) lane in each direction of travel.  
 
Interstate 280/680 (I-280/680) Interstate 280 is an eight- to ten-lane north-south freeway 
that extends from San Francisco to US 101 in San José, where it connects to I-680, an eight-
lane regional freeway extending in a north-south direction from Oakland to San José.  In San 
José, I-280 is oriented in an east-west direction and includes three mixed-flow lanes and one 
high occupancy vehicle (HOV) lane, west of I-880, in each direction of travel.  
 
Interstate 880/State Route 17 (I-880/SR 17) is a four to six lane freeway generally 
extending in a northeast-southwest direction.  I-880 extends north to Oakland and south to 
Campbell, at which point it becomes SR 17 south to Santa Cruz.   
 
State Route 237 (SR-237) is a six-lane state highway, running in an east-west direction, 
from Milpitas, where it connects with Interstate 680, to Mountain View, where it connects to 
US 101. 
 
State Route 87 (SR-87) is currently a four-lane state highway extending from SR 85 in south 
San José to US 101 north of San José Airport.  
 
State Route 85 (SR-85) is a six-lane state highway that extends from U.S. 101, south of 
Bernal Road-Silicon Valley Boulevard in southern San José, to U.S. Highway 101 in 
Mountain View. 
 
Intersection Roadways 
 
The specific roadways associated with the study intersections are described below.  Refer to 
Figure 4 for the locations of these roadways. 
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The Alameda/Hedding Street 
 
Hedding Street is designated by the City of San José General Plan as an arterial roadway with 
a planned width of 80 to 106 feet.  Hedding Street is a four-lane arterial that runs parallel to I-
880 from US 101 to Bascom Avenue, where it turns to become a true east-west route.  After 
passing under I-880 from US 101 to Winchester Boulevard, Hedding Street becomes 
Pruneridge Avenue.  North First Street separates East and West Hedding Street. 
 
The Alameda is also designated as an arterial roadway, with a planned width of 80 to 106 
feet. The Alameda becomes El Camino Real near Santa Clara University, north of its 
crossing of I-880.  The Alameda runs in a north-south and then in an east-west direction, 
becoming Santa Clara Street near downtown San José.  Both The Alameda and Hedding 
Street are four lane roadways in the vicinity of the intersection.  All of the approaches have 
one left-turn lane, one through lane and one shared through/right-turn lane, with the 
exception of the eastern approach, which has one left-turn lane, two through lanes, and a 
separate right-turn lane.  The Alameda/Hedding Street intersection is also a designated CMP 
intersection (refer to discussion in Section I. F. Consistency with Adopted Plans and Policies 
of this EIR). 
 
Bird Avenue/San Carlos Street 
 
Bird Avenue is designated by the City of San José General Plan as an arterial roadway with a 
planned width of 115 to 130 feet.  Bird Avenue is a six-lane major arterial that runs generally 
in a northwest-southeast direction in the immediate vicinity of the intersection.  North of the 
San Carlos Street intersection, Bird Avenue becomes Montgomery Street, with a reduced 
right-of-way width. 
 
San Carlos Street is a four-lane arterial road, which runs in an east-west direction.  Both the 
eastern and western approaches have one left-turn lane and two through lanes. 
 
Meridian Avenue/San Carlos Street 
 
Both Meridian Avenue and San Carlos Street are designated as arterials, with a planned 
width of 80 to 106 feet.  Meridian Avenue is a four-lane road, which runs in a north-south 
direction.  At both the north and south approaches to the intersection, Meridian has one left-
turn lane, one shared left-turn/through lane and one through lane.  San Carlos Street is a four-
lane road, which runs in an east-west direction.  The eastern approach has two left-turn lanes 
and two through lanes, while the western approach includes one left-turn lane and two 
through lanes. 
 
Lincoln Avenue/Willow Street 
 
Lincoln Avenue is designated on the General Plan as an arterial, with a planned width of 80 
to 106 feet, and Willow Street is a designated major collector, planned to be 60 to 90 feet 
wide.  Lincoln Avenue is a four-lane road with two lanes on either approach at this 
intersection.  Willow Street is a two-lane road with one left-turn and one through-lane on 
either approach. 
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East Santa Clara Street/24th Street 
 
East Santa Clara Street is designated as an arterial with a planned width of 80 to 106 feet, and 
24th Street is a local street, not designated as a major roadway on the General Plan.  At this 
intersection, 24th Street is a two-lane road moving in a north/south direction, including an 
additional exclusive right-turn lane on the southbound approach.  The other southbound 
approach lane allows for left turns and through movements.  Santa Clara is a four-lane east-
west street, with an additional left-turn lane in both the east and west approaches.   
 
North First Street/Taylor Street 
 
Both North First Street and Taylor Street are designated arterials, with a planned width of 80 
to 106 feet.  North First Street is a two-lane north-south street at this intersection, with one 
left-turn and one through lane in either direction.  Taylor Street transitions at this intersection 
from a two lane roadway east of North First Street to a four lane roadway west of North First 
Street.  Taylor widens even farther as it becomes part of an urban interchange with SR 87 
farther to the west.  Taylor Street has two through lanes on the eastbound approach and one 
left-turn, one right-turn, and one through lane in the westbound approach. 

 
North Fourth Street/Hedding Street 
 
Both North Fourth Street and Hedding Street are San José General Plan designated arterials, 
with a planned width of 80 to 106 feet.  At this intersection, North Fourth Street is a north-
south, four-lane road with one left-turn and two through lanes in either direction.  Hedding 
Street is an east-west, four-lane road with one left-turn and two through lanes in either 
direction. 
 
North Eleventh Street/Taylor Street 
 
Taylor Street is a San José General Plan designated arterial, with a planned width of 80 to 
106 feet.  North Eleventh Street is a local street, not designated as a major roadway on the 
General Plan.  Taylor Street is a four lane major arterial that runs in a southwest-northeast 
direction.  Taylor Street extends eastward from The Alameda to US 101.  Taylor Street 
becomes Naglee Avenue west of The Alameda to Bascom Avenue, where it becomes Forest 
Avenue.  
 
At this intersection, Taylor Street is a two-lane road, with one left-turn lane and one through 
lane on the west approach and one through lane on the east approach.  North Eleventh Street 
is a one-way road with three lanes traveling in the northbound direction.   
 
Capitol Avenue/McKee Road 
 
Both Capitol Avenue and McKee Road are General Plan designated as major arterials, with a 
planned width of 115 to 130 feet.  The southern approach of Capitol Avenue widens from 
two lanes to four lanes just south of the intersection, and becomes three lanes north of McKee 
Road. The south approach includes one designated left-turn lane, two through lanes and one 
right-turn lane.  The north approach of Capitol Avenue includes five lanes at the intersection, 
consisting of one left-turn lane, one shared left/through lane, two through lanes and one right-
turn lane.  The western approach includes one designated left-turn lane, one shared 
left/through lane, two through lanes and one right-turn lane.  The eastern approach includes 
one left-turn, one left/through lane, two through lanes and one right-turn lane. 
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Capitol Avenue/Berryessa Road 
 
Berryessa Road and Capitol Avenue are also both designated as arterial roadways, with 
planned widths ranging from 80 to 130 feet.  Berryessa Road is a four-lane road, which 
widens at the intersection with Capitol Expressway and transitions from to a Major Arterial 
to a Minor Arterial at this intersection.  The eastern approach of Berryessa Road has one left-
turn lane, one shared left/through lane, one through lane, and one right-turn lane.  The 
western approach of Berryessa has two-left turn lanes, two through lanes and one right-turn 
lane. 
 
Capitol Avenue is a four-lane Major Arterial road near this intersection. On Capitol Avenue, 
lane configurations are the same at both intersection approaches, with one left-turn lane, one 
left/through lane, one through lane and one right-turn lane.  

 
Capitol Avenue/Hostetter Road 
 
Capitol Avenue is designated on the General Plan as a major arterial, with a planned width of 
115 to 130 feet.  Hostetter Road is a designated arterial, planned to be 115 to 130 feet wide to 
the west, and 80 to 106 feet to the east of Capitol Avenue.  Capitol Avenue, a four-lane road 
south of the intersection, becomes a six-lane road north of Hostetter Road.  The southern 
approach includes a total of four northbound lanes at the intersection, with one designated 
left-turn lane, two through lanes and one right-turn lane.  The northbound approach of 
Capitol Avenue has one left-turn lane, one shared left/through lane, one through lane and a 
right-turn lane.  Hostetter Road is a six-lane road west of the intersection and a four-lane road 
east of it.  Lane configurations are the same in both directions at this intersection, with one 
left-turn lane, one shared left/through lane, one through lane and one right-turn lane. 
 
Capitol Avenue/Cropley Avenue-Trade Zone Boulevard 
 
Capitol Avenue is a City of San José designated major arterial, with a planned width of 115 
to 130 feet.  Cropley Avenue-Trade Zone Boulevard is designated as a minor arterial, with a 
planned width of 80 to 106 feet.  Both are four-lane roads.  Cropley Avenue-Trade Zone 
Boulevard has one right-turn, one left-turn, and two through-lanes in either direction.  Capitol 
Avenue has two left-turn and two through-lanes heading in the southeastern approach.  The 
northwestern approach has one right-turn, one left-turn, and two through lanes. 
 
Stevens Creek Boulevard/Winchester Boulevard 
 
Both Stevens Creek Boulevard and Winchester Boulevard are City of San José designated 
arterials, with planned widths ranging from 80 to 130 feet.  Both are six-lane roads.  Stevens 
Creek Boulevard is designated as a Major Arterial and has one right-turn, two left-turn and 
three through lanes in each direction.  Winchester Boulevard transitions at this intersection 
from a Major Arterial to a Minor Arterial; it has one shared right-turn/through lane, two 
additional through lanes, and one left-turn lane in each direction. 
 

Existing Transit Service 
 
The Santa Clara Valley Transportation Authority (VTA) has jurisdiction over public transit in 
Santa Clara County.  The County is served by public transportation, including bus service, 
LRT and CalTrain.   
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Bus Service 
 
The VTA currently operates a network of 80 bus routes within the urbanized portions of 
Santa Clara County.  These bus routes deliver service to main arterials, shopping centers, 
employment areas and businesses, schools, and residential areas.  VTA also offers express 
commuter services linking residential areas with employment centers in Silicon Valley.  Bus 
service provided within the area of each of the 13 intersections is described below. 
 
The Alameda/Hedding Street 
 
At this intersection, bus service is provided on The Alameda but not on Hedding Street.  
Service is provided on East Hedding Street, starting at Coleman Avenue (approximately 0.5 
miles east of the intersection).  Bus routes 22 and 300 operate on The Alameda.  Bus route 22 
provides service from Eastridge Mall to the Palo Alto/Menlo Park area.  Weekday service is 
nearly continuous, beginning at 3:52 AM and ending at 2:52 AM.  Service is provided in 20-
minute headways during the peak hours (7:00 AM and 7:00 PM) and at 30- to 60-minute 
headways during off-peak hours (7:00 PM to 7:00 AM).   Weekend service is also provided 
in 20-minute headways during 7:00 AM to 7:00 PM and 30- to 60-minute headways during 
off-peak hours. 
 
Express bus route 300 runs between the Palo Alto Caltrain station and Alum Rock 
Avenue/White Road, on weekdays only.  The buses leave Palo Alto between 5:45 AM – 6:52 
PM in 30-minute headways and leave Alum Rock between 4:55 AM and 6:12 PM in 20-30 
minute headways.   
 
Bird Avenue/San Carlos Street 
 
At this intersection, bus service is provided in all directions.  Bus route 23 runs along San 
Carlos Street, running from the San Antonio Shopping Center in Mountain View to 
downtown San José.  Weekday service from San Antonio Shopping Center is provided from 
5:53 AM to 10:54 PM, in 30-minute headways until 7:02 PM and in 45- to 80-minute 
headways until 10:54 PM.  Weekday service from San José is provided from 5:17 AM to 
12:03 PM, in 15-minute headways until 7:26 PM and 30- to 60-minute headways thereafter.  
Weekend service from San Antonio Shopping Center is provided from 8:00 AM to 7:49 PM 
in one-hour headways.  Weekend service from San José is provided from 5:59 AM to 11:27 
PM, in 15- to 30-minute headways until 10:32 PM and in 60-minute intervals thereafter.   
 
Bus route 24 also runs along San Carlos Street, running from the California Avenue Caltrain 
Station to Downtown San José.  Weekday service from downtown San José is provided from 
5:00 AM to 9:00 AM and from 2:00 PM to 6:30 PM, in 30-minute headways.  Bus route 24 
does not provide weekend service. 
 
Bus route 85 runs along San Carlos Street, running from Lawrence Expressway/Moorpark 
Avenue to Tenth Street/Hedding Street. Weekday service from Lawrence Expressway/ 
Moorpark Avenue is provided from 5:40 AM to 8:58 PM in 30- to 40-minute headways.  
Weekday service from Tenth Street/Hedding Street is provided from 5:46 AM to 6:50 PM in 
30- to 40-minute headways.  Weekend service from Lawrence Expressway/Moorpark 
Avenue is provided from 8:45 AM to 5:45 PM in one-hour headways.  Weekend service from 
Tenth Street/Hedding Street is provided from 8:58 AM to 5:43 PM in 60-minute headways. 
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Route 64 runs from the Almaden LRT station to Alum Rock Avenue, and travels along Bird 
Avenue in the vicinity of the site.  Weekday service from the Almaden LRT Station is 
provided from 5:15 AM to 10:25 PM in 15- to 30-minute headways.  Weekday service from 
Alum Rock is provided from 5:31 AM to 10:55 PM in 15- to 30-minute headways until 
8:09 PM and 60-minute headways thereafter.  Weekend service from the Almaden LRT 
Station is provided from 6:19 AM to 10:25 PM in 30-minute intervals.  Weekend service 
from Alum Rock Avenue is provided from 5:48 AM to 10:54 PM in 30-minute intervals until 
8:19 PM and in 60-minute intervals thereafter.   
 
Meridian Avenue/San Carlos Street 
 
At this intersection, bus service is provided in all directions.  As described above, bus route 
23 runs along San Carlos Street, running from the San Antonio Shopping Center in Mountain 
View to downtown San José.  Bus route 85 runs along San Carlos Street, as described above. 
 
Bus route 63 runs along Meridian Avenue, from Almaden Valley to San José State 
University.  Weekday service from Almaden Valley is provided from 5:37 AM to 8:46 PM in 
30-minute headways until 6:02 PM and in 45- to 60-minute headways thereafter.  Weekday 
service from San José State is provided from 5:54 AM to 9:38 PM in 30-minute headways 
until 7:44 PM and 60-minute headways thereafter.  Weekend service from the Almaden 
Valley is provided from 8:20 AM to 6:19 PM in one-hour headways.  Weekend service from 
San José State is provided from 8:28 AM to 7:28 PM in 60-minute headways. 
 
Lincoln Avenue/Willow Street 
 
At this intersection, bus service is provided in all directions.  Bus route 25 runs along 
Willow, going from De Anza College to east San José.  Weekday service from De Anza 
College is provided between 6:04 AM and 10:21 PM, with 30-minute headways until 
9:17 PM and 60-minute headways thereafter.  Weekday service from San José is provided 
from 4:41 AM to 12:25 AM in 10- to 20-minute headways until 9:58 PM and in 60-minute 
headways until 12:25 AM.  Weekend service from De Anza is provided from 7:38 AM to 
7:46 PM.  The service has 30-minute headways from 10:16 AM to 6:46 PM and 60-minute 
headways during non-peak hours.  Weekend service from San José is provided from 
5:36 AM to 11:57 PM, with 30-minute headways until 8:48 AM, 15-minute headways from 
then until 7:11 PM and 30- to 60-minute headways thereafter. 
 
Route 64, described above, runs along Lincoln Avenue, from the Almaden LRT station to 
Alum Rock Avenue. 
 
East Santa Clara Street/24th Street 
 
Bus service is provided in both directions on East Santa Clara Street.  No bus service is 
provided on 24th Street, it is available four blocks south, on San Antonio.  Route 64, which 
runs along Lincoln Avenue, from the Almaden LRT station to Alum Rock Avenue, also 
serves this intersection.  Express bus route 300, which runs between the Palo Alto Caltrain 
station and Alum Rock Avenue/White Road on weekdays, also serves this intersection area. 
 
Bus route 72 runs from Downtown San José along various roadways, including San Antonio 
Street, McLaughlin Avenue, Yerba Buena Road, Senter Road, and Monterey Road, south to 
the Santa Teresa LRT Station.  Weekday service from Santa Teresa is provided from 
4:45 AM to 9:32 PM in 30-minute headways until 7:32 PM and in 60-minute headways 
thereafter.  Weekday service from Downtown San José is provided from 5:25 AM to 
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10:29 PM in 20-minute headways until 6:35 PM and 30-to 60-minute headways thereafter.  
Weekend service from the Santa Teresa LRT Station is provided from 5:53 AM to 7:34 PM 
in 60- to 80-minute intervals.  Weekend service from Downtown San José is provided from 
6:27 AM to 8:30 PM in 30-minute intervals until 8:19 PM and in 60-minute intervals 
thereafter. 
 
North First Street/Taylor Street 
 
At this intersection, bus service is provided in all directions. Bus route 36 runs from East San 
José to Vallco Shopping Center.  Weekday service from Vallco is provided between 
6:01 AM and 6:20 PM at 30-minute headways during peak hours (6:01 AM – 8:51 AM and 
2:50 PM – 6:20 PM) and in one-hour headways during non-peak hours.  Weekday service 
from East San José is provided between 6:13 AM and 6:05 PM at 30 minute-headways.  
Weekend service from Vallco is provided at 30-minute headways between 6:13 AM and 
6:05 PM, and service from East San José is provided at 30-minute headways between 
8:07 AM and 7:23 PM. 
 
Bus route 62 runs from Los Gatos to the Sierra/Piedmont area.  Weekday service from Los 
Gatos is provided between 5:38 AM and 9:55 PM at 30 minute-headways during peak hours 
(6:30 AM – 7:50 PM) and in one-hour headways during non-peak hours.  Weekday service 
from Piedmont, is provided between 5:42 AM and 9:59 PM at 20 minute-headways during 
peak hours (6:12 AM – 6:57 PM) and in one-hour headways during non-peak hours.  
Weekend service from Los Gatos is provided at 30- to 60-minute headways between 
8:09 AM and 8:51 PM, and service from Piedmont is provided at 30-minute headways 
between 6:16 AM and 6:50 PM, and in 60- to 80-minute headways until 8:59 PM. 
 
Bus route 180 runs from the San José Caltrain Station to the Fremont BART station.  
Weekday service from the San José terminus is provided between 5:12 AM and 11:10 PM, 
with 30-minute headways up until 6:23 PM and in 30-to 60-minute headways until 
11:10 PM.  Weekday service from the Fremont BART station runs from 5:25 AM to 
12:05 PM, in 30-minute headways until 6:39 PM and in 30- to 60-minute headways until 
12:05 AM.  Weekend service from San José is provided from 7:25 AM to 11:07 PM.  The 
service has 30-minute headways until 7:19 AM and 60-minute headways until 11:07 PM.  
Weekend service from the Fremont BART station is provided from 8:15 AM to 12:05 AM, 
with 35-minute headways until 7:27 PM and 60-minute headways thereafter. 
 
North Fourth Street/Hedding Street 
 
Bus service is provided in both directions on Hedding.  Southbound bus service can be 
accessed two blocks to the southeast on East Taylor Street/Fifth Street.  Bus route 66 runs 
from Santa Teresa to Milpitas.  Weekday service from Santa Teresa Hospital is provided 
between 5:45 AM and 10:18 PM, with 30-minute headways up until 6:49 PM and in 30-to 
60-minute headways until 10:18 PM.  Weekday service from Milpitas is provided from 
4:44 AM to 10:47 PM, in 30-minute headways until 5:48 PM and in 30- to 60-minute 
headways until 10:47 PM.  Weekend service from Santa Teresa is provided from 5:45 AM to 
9:18 PM.  The service has 30-minute headways until 6:49 PM and 60-minute headways until 
9:18 PM.  Weekend service from Milpitas is provided from 5:31 AM to 9:47 PM, with 30-
minute headways until 5:48 PM and 60-minute headways thereafter. 
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North Eleventh Street/Taylor Street 
 
Bus service is provided in both directions on Taylor Street.  No bus service is provided on 
North Eleventh Street, however, bus access in both directions is available on Tenth Street and 
13th Street.  Bus route 62, which runs from Los Gatos to Sierra/Piedmont, also serves this 
area, as described above. 
 
Bus route 36 runs from East San José to Vallco Shopping Center.  Weekday service from 
Vallco is provided between 6:01 AM and 6:20 PM at 30-minute headways during peak hours 
(6:01 AM – 8:51 AM and 2:50 PM – 6:20 PM) and in one-hour headways during non-peak 
hours.  Weekday service from East San José is provided between 6:13 AM and 6:05 PM at 
30-minute-headways.  Weekend service from Vallco is provided at 30-minute headways 
between 6:13 AM and 6:05 PM and service from East San José is provided at 30-minute 
headways between 8:07 AM and 7:23 PM. 
 
Capitol Avenue/McKee Road 
 
At this intersection, bus service is provided in all directions.  Bus route 74, which runs along 
Capitol Avenue, offers service between Eastridge Mall Shopping Center and the Baypoint 
LRT Station in Milpitas.  Weekday service from Eastridge Mall is provided between 
5:36 AM and 10:07 PM at 30-minute headways until 8:07 PM and in one-hour headways 
until 10:07 PM.  Weekday service from Milpitas is provided between 6:05 AM and 10:05 PM 
at 30-minute headways until 9:05 PM and in one-hour headways until 10:05 PM.  Weekend 
service from Eastridge Mall is provided at 30-minute headways between 7:09 AM and 
7:18 PM and in one-hour headways until 10:04 PM.  Weekend service from Milpitas is 
provided at 30-minute headways between 7:25 AM and 8:08 PM, and in 60-minute headways 
until 10:06 PM. 
 
Bus route 81 runs between Vallco Shopping Center and East San José along McKee Road.  
Weekday service from Vallco Shopping Center is provided between 5:42 AM and 9:51 PM, 
at 30-minute headways between 6:25 AM to 7:01 PM and in one-hour headways before and 
after this time.  Weekday service from East San José is provided between 5:00 AM and 
10:04 PM at 30-minute headways until 6:11 AM, 20-minute intervals until 6:11 PM and in 
one-hour headways until 10:05 PM.  Weekend service from Vallco is provided in 60-minute 
headways between 8:00 AM and 9:22 PM.  Weekend service from East San José is provided 
at 30-minute headways between 6:51 AM to 8:36 PM. 
 
Bus route 321 is a limited-stop route running between Eastridge Mall and Lockheed on 
weekdays.  Bus service from Eastridge Mall runs at 5:38, 6:03, and 6:31 AM.  Bus service 
from Lockheed runs at 3:47, 4:17 and 5:02 PM. 
 
Capitol Avenue/Berryessa Road 
 
At this intersection, bus service is provided in all directions.  Bus route 74, described above, 
runs along Capitol Avenue and serves this intersection.  Bus route 62, which runs along 
Berryessa Road, from Los Gatos to Sierra/Piedmont, also serves this intersection. 
 
Capitol Avenue/Hostetter Road 
 
At this intersection, bus service is provided in all directions.  Bus route 74, described above, 
runs along Capitol Avenue and also serves this intersection.   
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Bus route 59 runs through the Hostetter Road/Capitol Avenue intersection, from East San 
José to Great America.  Weekday service from East San José is provided between 5:50 AM 
and 6:53 PM with 30-minute headways during peak hours (2:35 AM – 5:37 PM) and in one-
hour headways during non-peak hours.  Weekday service from Great America is provided 
between 5:26 AM and 3:01 PM at 30 minute-headways until 7:57 AM and in 40- to one-hour 
headways during non-peak hours.  Service is provided two stops up from the terminal station, 
at 30-minute headways, until 6:15 PM.  This line provides no weekend service.   
 
Bus route 70 runs along part of Hostetter Road, through the intersection with Capitol Avenue.  
It starts at the Capitol LRT Station and ends in Milpitas.  Weekday service from the Capitol 
LRT Station, is provided between 5:51 AM and 10:23 PM, with 20-minute headways until 
6:31 PM and in 30- to 60-minute headways until 10:23 PM. Weekday service from Milpitas 
is provided between 4:52 AM and 10:45 PM, at 20 minute-headways until 6:42 PM and in 
40-minute to one-hour headways until 10:45 PM.  Weekend service from the Capitol LRT 
Station is provided from 6:24 AM until 10:20 PM, with 20-minute headways between 
9:18 AM and 6:22 PM and 30 minute headways at all other times.  Weekend service from 
Milpitas is provided from 6:26 AM until 9:43 PM, with 20-minute headways between 
8:45 AM and 6:25 PM and 30-minute headways at all other times.   

 
Capitol Avenue/Cropley Avenue-Trade Zone Boulevard 
 
At this intersection, bus service is provided in all directions.  Bus routes 74 and 59, which are 
described above, also provide service to this intersection area. 
 
Stevens Creek Boulevard/Winchester Boulevard 
 
At this intersection, bus service is provided in all directions.  The main bus routes along this 
portion of Stevens Creek Boulevard are routes 23 and 24.  These bus routes are described 
above.   
 
Bus route 60 runs along Winchester Boulevard.  Bus route 60 extends from Los Gatos to 
Great America.  Weekday service along route 60 is provided from 5:30 AM until 11:00 PM, 
at 15-30 minute headways during commute hours, and at 30-60 minute headways during non-
commute hours.  Weekend service is provided from 7:00 AM until 10:30 PM at 30-60 minute 
headways. 
 
Light Rail Transit (LRT) 
 
The County’s 29 mile LRT provides service between the residential areas of south San José 
and the Great America industrial area of Santa Clara and Mountain View.  The LRT operates 
seven days per week, 24 hours per day.  The LRT headways are every 10 minutes on 
weekdays and every 15 minutes on Saturdays, Sundays and holidays throughout the day and 
varying from 10 to 70 minutes during evening hours.   
 
The North First Street/Taylor Street intersection is located along the LRT line that runs north-
south between Downtown and North San José.  The LRT runs in the raised median in North 
First Street. 
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The Capitol LRT line has been constructed along Capitol Avenue, and extends through the 
Capitol Avenue/McKee Road, Capitol Avenue/Berryessa Road, Capitol Avenue/Hostetter 
Road, and Capitol Avenue/Cropley Avenue-Trade Zone Boulevard intersections.  The LRT 
line constructed along Capital Avenue through these intersections was opened on June 23, 
2004. 
 
CalTrain 
 
CalTrain provides commuter rail service between San José and San Francisco with stops at 
most peninsula communities along the way.  There are no CalTrain stations present at any of 
the 13 intersections. 
 

Bicycle and Pedestrian Facilities 
 
The City of San José has streets with two types of bicycle facilities: bicycle lanes and bicycle 
routes.  The former are sections of the road marked by stripes and marked with signs, the 
latter have wide lanes which allow for bicycle use, but aren’t specifically marked for this 
purpose by signs or stripes.  Appendix I of the San José 2020 General Plan identifies existing 
and planned bicycle facilities comprising the Transportation Bicycle Network throughout the 
City.  The City’s General Plan calls for “future/planned” bikeways on many roadways, 
however, the feasibility of completing these facilities in the near-term is uncertain.  A brief 
description of the available bicycle facilities at or near the 13 intersections is provided below. 
 
The Alameda/Hedding Street:  There is a bike route on The Alameda south of the Hedding 
Street intersection.  No bike route exists in the intersection itself.  There are future/planned 
bikeways on the other three approaches. 
 
Bird Avenue/San Carlos Street:  There are no bicycle facilities present at or near this 
intersection. 
 
Meridian Avenue/San Carlos Street:  There are no bicycle facilities present at or near this 
intersection. The General Plan identifies future/planned bikeways in all four directions.   
 
Lincoln Avenue/Willow Street:  Existing bike lanes are present on Willow Street.  The 
General Plan identifies future/planned bikeways on Lincoln north of Willow Street. 
 
East Santa Clara Street/24th Street:  There are no existing or planned bicycle facilities present 
at or near this intersection. 
 
North First Street/Taylor Street:  There are no bicycle facilities present at or near this 
intersection. The General Plan identifies future/planned bikeways on Taylor Street, west of 
North First Street.  The future/planned bikeways for Taylor, east of North First Street, are 
unlikely to be completed in the near future.  
 
North Fourth Street/Hedding Street:  There are no bicycle facilities present at or near this 
intersection.  The General Plan identifies future/planned bikeways in all four directions.  
Their near-term implementation is uncertain. 
 
North Eleventh Street/Taylor Street:  An existing bike route is present on North Eleventh 
Street. The General Plan identifies future/planned bikeways on Taylor Street, although this 
improvement has a low priority and is unlikely to be completed in the near future. 
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Capitol Avenue/McKee Road:  Existing bike lanes are present on Capitol Avenue.  The 
General Plan identifies future/planned bikeways on McKee Road. 
 
Capitol Avenue/Berryessa Road:  Existing bike lanes are present on all approaches except 
Berryessa Road east of Capitol Avenue. 
 
Capitol Avenue/Hostetter Road:  Existing bike lanes are present on all approaches except 
Hostetter Road, east of Capitol Avenue. 
 
Capitol Avenue/Cropley Avenue-Trade Zone Boulevard:  Existing bike lanes are present on 
Capitol Avenue, in both directions. The General Plan identifies future/planned bikeways on 
Cropley Road in this area. 
 
Stevens Creek Boulevard/Winchester Boulevard:  There are no bicycle facilities present at or 
near this intersection. 
 
Pedestrian facilities within the vicinity of the project intersections include sidewalks, 
crosswalks and pedestrian signals.  Crosswalks and pedestrian signals at all of the signalized 
intersections accommodate pedestrian movements within the immediate vicinity of these 
intersections.  Sidewalks are provided on both sides of most intersection roadways. 
 

Existing Intersection Levels of Service 
 
Traffic conditions of the study intersections were evaluated using the concept of LOS.  Level 
of Service is a qualitative description of operating conditions ranging from LOS A, or free-
flow conditions with little or no delay, to LOS F or jammed conditions with excessive delays. 
 
The City of San José designated intersection LOS software analysis program is TRAFFIX.  
TRAFFIX evaluates signalized intersection operation on the basis of average stopped delay 
for all vehicles at the intersection.  The analysis uses procedures from the 1985 Highway 
Capacity Manual (HCM) method for signalized intersections.   
 
TRAFFIX is also the CMP designated intersection LOS software analysis program.  The City 
of San José methodology embodies the CMP default values for the analysis parameters.  The 
relationship between average delay and LOS is shown in Table 2, below. 
 
Based on the City of San José LOS standards and the General Plan Traffic LOS Policy, an 
acceptable operating level of service is defined as LOS D or better at all signalized 
intersections during the peak hours.  The CMP defines an acceptable operating level of 
service as LOS E or better during the peak hours. 
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TABLE 2 
SIGNALIZED INTERSECTION LEVEL OF SERVICE (LOS) THRESHOLDS 

 
Level of 
Service Description Average Stopped Delay 

(seconds/vehicle) 

      A No congestion.  All vehicles clear in a single 
signal cycle. Delay ≤ 5.0 

      B+ 
      B 
      B - 

 
Very light congestion.  All vehicles clear in a 
single signal cycle. 

5.0 < Delay ≤ 7.0 
7.0 < Delay ≤ 13.0 
13.0 < Delay ≤ 15.0 

      C+ 
      C 
      C- 

 
Light congestion, occasional backups on 
some approaches or turn pockets. 

15.0 < Delay ≤ 17.0 
17.0 < Delay ≤ 23.0 
23.0 < Delay ≤ 25.0 

      D+ 
      D 
      D - 

Significant congestion on some approaches 
but intersection is functional.  Vehicles 
required to wait through more than one cycle 
during short peaks. 

25.0 < Delay ≤ 28.0 
28.0 < Delay ≤ 37.0 
37.0 < Delay ≤ 40.0 

      E+ 
      E 
      E - 

Severe congestion with some long back ups.  
Blockage of intersection may occur.  
Vehicles are required to wait through more 
than one cycle. 

40.0 < Delay ≤ 44.0 
44.0 < Delay ≤ 56.0 
56.0 < Delay ≤ 60.0 

      F Total breakdown.  Stop and go conditions. Delay > 60.0 
Source:  Santa Clara County Congestion Management Program – 2000 Monitoring & Conformance 
Report.  February 2001. 

 
 
Study Intersections and Existing Traffic Volumes 
 
In evaluating possible revisions to the City’s LOS policies, a comprehensive analysis was 
done of all 808 signalized intersections in San José.  Figure 19 illustrates the major 
intersections within the urban envelope that were evaluated and the existing LOS at local and 
regional (CMP) intersections.5 
 
The proposed policy modifications include provisions that would limit future expansion of 13 
study intersections throughout the City.  Refer to Figure 4 for the locations of these 
intersections.  For each of these identified intersections, the existing AM peak hour and PM 
peak hour intersection levels of service are shown in Table 3. 
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Figure 19 Intersections Evaluated and Existing Levels of Service 
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TABLE 3 
EXISTING INTERSECTION LEVEL OF SERVICE (LOS) 

AM 
Peak Hour 

PM 
Peak Hour # Intersection 

Avg. 
Delay1 LOS2 Avg. 

Delay1 LOS2 

1 The Alameda/Hedding Street3 34.3 D 24.1 C- 

2 Bird Avenue/San Carlos Street 25.2 D+ 25.2 D+ 

3 Meridian Avenue/San Carlos Street 28.1 D 31.4 D 

4 Lincoln Avenue/Willow Street 29.3 D 30.9 D 

5 East Santa Clara Street/24th Street 16.7 C+ 17.1 C 

6 North First Street/Taylor Street 33.5 D 49.0 E 

7 North Fourth Street/Hedding Street 31.8 D 34.0 D 

8 North Eleventh Street/Taylor Street 43.8 E+ 7.2 B 

9 Capitol Avenue/McKee Road 38.9 D- 32.7 D 

10 Capitol Avenue/Berryessa Road 36.0 D 35.2 D 

11 Capitol Avenue/Hostetter Road 49.2 E 36.7 D 

12 Capitol Avenue/Cropley Avenue-Trade Zone 
Blvd. 30.1 D 66.8 F 

13 Stevens Creek Boulevard/Winchester Boulevard 27.1 D+ 27.1 D+ 
1 Average Delay – per vehicle, in seconds. 
2 LOS – Level of Service. 
3 CMP Intersection. 

 
 
According to the City of San José standards, 11 of the 13 intersections listed in Table 3 
currently operate at acceptable levels of service in the AM peak hour, and 11 of the 
intersections currently operate at acceptable levels of service in the PM peak hour.  The 
intersections of Capitol Avenue/Hostetter Road, and North Eleventh Street/Taylor Street 
currently operate at LOS E during the AM peak hour, and the Capitol Avenue/Cropley 
Avenue-Trade Zone Boulevard and North First Street/Taylor Street intersections operate at 
LOS F and E, respectively, during the PM peak hour.   
 
According to the CMP intersection LOS standards, The Alameda/Hedding Street intersection 
currently operates at acceptable LOS D and LOS C- during the AM and PM peak hours, 
respectively. 
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Background Conditions 
 
The following discussion describes background conditions in the area of the 13 intersections.  
Traffic volumes for background conditions consist of existing traffic counts plus traffic 
generated by approved, but not yet constructed, developments in the vicinity of each 
intersection.6 
 
Intersection LOS calculations were made to evaluate the operating levels of the study 
intersections under background conditions.  The results of the LOS analysis under 
background conditions are shown in Table 4. 
 
 

 
TABLE 4 

BACKGROUND INTERSECTION LEVELS OF SERVICE (LOS) 
 

AM 
Peak Hour 

PM 
Peak Hour # Intersection Avg. 

Delay1 LOS2 Avg. 
Delay1 LOS2 

1 The Alameda/Hedding Street3 34.5 D 24.1 C- 

2 Bird Avenue/San Carlos Street 36.4 D 36.4 D 

3 Meridian Avenue/San Carlos Street 28.9 D 31.9 D 

4 Lincoln Avenue/Willow Street 29.4 D 30.9 D 

5 East Santa Clara Street/24th Street 16.9 C+ 17.0 C 

6 North First Street/Taylor Street 36.0 D 59.5 E- 

7 North Fourth Street/Hedding Street 31.6 D 34.6 D 

8 North Eleventh Street/Taylor Street 56.3 E- 7.4 B 

9 Capitol Avenue/McKee Road 36.9 D 28.8 D 

10 Capitol Avenue/Berryessa Road 35.1 D 34.7 D 

11 Capitol Avenue/Hostetter Road 36.4 D 37.2 D- 

12 Capitol Avenue/Cropley Avenue-Trade Zone 
Blvd. 30.0 D 42.9 E+ 

13 Stevens Creek Blvd./Winchester Blvd. 55.1 E 55.1 E 
1 Average Delay – per vehicle, in seconds. 
2 LOS – Level of Service. 
3 CMP intersection. 
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Under background conditions, 11 of the 13 intersections would operate at acceptable levels 
during the AM peak hour, according to the City of San José standards.  The North Eleventh 
Street/Taylor Street intersection would operate at LOS E during the AM peak hour.  Ten of 
the 13 intersections would operate at acceptable levels during the PM peak hour.  The Capitol 
Avenue/Cropley Avenue-Trade Zone Boulevard, North First Street/Taylor Street, and 
Stevens Creek Boulevard/Winchester Boulevard intersections would operate at LOS E during 
the PM peak hour under background conditions. 
 
According to the CMP intersection LOS standards, under background conditions, The 
Alameda/Hedding Street intersection would operate at acceptable levels of service D and 
LOS C- during the AM and PM peak hours, respectively. 
 
2. Transportation and Circulation Impacts 
 
For the purposes of this project, a transportation and circulation impact is considered 
significant if the project would: 
 

• cause a City of San José signalized intersection operating at LOS D or better under 
the background condition to operate at LOS E or F, or, 

• cause: 1) an increase in critical delay by 4.0 or more seconds; and 2) an increase in 
the critical volume-to-capacity ratio (v/c) of 0.010 or more, at a City of San José 
signalized intersection already operating at unacceptable LOS E or F under the 
background condition; or 

• exceed, either individually or cumulatively, a level of service standard established by 
the County congestion management agency (CMA) for designated roads or 
highways; or 

• result in a change in air traffic patterns, including either an increase in traffic levels or 
a change in location that results in substantial safety risks; or 

• substantially increase hazards due to a design feature (e.g., sharp curves or dangerous 
intersections) or incompatible land uses (e.g., farm equipment); or 

• result in inadequate emergency access; or 
• result in inadequate parking capacity; or 
• conflict with adopted policies, plans, or programs supporting alternative 

transportation (e.g., bus turnouts, bicycle racks). 
 

Project Traffic Estimates 
 
The proposed Transportation Impact Policy change does not include any construction or 
physical development, and therefore, would not directly generate new traffic trips.  However, 
by allowing traffic conditions to worsen at the study intersections, the project would 
indirectly allow for the approval of additional development in the vicinity of these 
intersections.  Therefore, the project could indirectly contribute to the generation of regional 
pollutants (i.e., reactive organic gases, nitrogen oxides and particulates). 
 
For the purpose of this analysis, it must be assumed that the individual development projects 
that could contribute traffic to these intersections would occur with or without this policy 
modification.  However, if the City did not allow the intersections to be expanded, those 
future developments would have to be downsized to avoid a significant LOS impact for 
which there would otherwise be no mitigation.  The “impact” of the proposed project is 
therefore the increment of additional traffic that would be generated only if the proposed 
policy modifications are approved. 
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In order to calculate the number of trips that could be generated from the proposed Traffic 
Impact Policy revision, the “project conditions” are the anticipated conditions if the proposed 
policy modifications are implemented.  The future traffic volumes under “project conditions” 
were determined based on the growth rates projected by the ABAG as well as those in the 
Congestion Management Program/Valley Transportation Agency model (refer to discussion 
in Section I. F. Consistency with Adopted Plans and Policies of this EIR).  The percent 
growth in traffic trips for each of the 13 intersections was determined based upon land use 
designations in the San José 2020 General Plan and likely travel patterns associated with 
those land uses.  The calculation sheets showing the volume of trips at these intersections 
under existing, background and project conditions are provided in Appendix C of this EIR.  
This percent growth in traffic volumes was used to determine the increased number of traffic 
trips which could occur at each intersection, and the resulting levels of service. 
 

Project Condition City of San José  
Levels of Service at 13 Intersections 

 
The peak hour trip assignments for the project condition were added to the background traffic 
volumes to obtain peak hour traffic volumes for the project condition.  In this case, “project 
conditions” are the traffic flow conditions that would occur after adoption and during 
implementation of the proposed Transportation Impact Policy (i.e., through the General Plan 
horizon year of 2020).  Intersection LOS calculations were conducted to evaluate the impacts 
of the proposed project.  The results of the LOS calculations are shown in Table 5. 
 
AM Peak-Hour Impacts 
 
As summarized in Table 5, five of the intersections would maintain an acceptable LOS 
during the AM peak hour.  The North Fourth Street/Hedding Street, Lincoln/Willow Street, 
Meridian/San Carlos Street, and Capitol Avenue/Cropley Avenue-Trade Zone Boulevard 
intersections would all remain at an acceptable LOS D under project conditions.  The East 
Santa Clara Street/24th Street intersection would change from a LOS C+ to an acceptable D+ 
under project conditions.   
 
During the AM peak hour, the remaining eight intersections may operate at less than LOS D 
with the addition of traffic from anticipated future growth.  The Alameda/Hedding Street, 
North First Street/Taylor Street, and Capitol Avenue/Berryessa Road intersections are 
projected to deteriorate from LOS D to E+.  The Bird Avenue/San Carlos Street and Capitol 
Avenue/Hostetter Road intersections would change from LOS D to E.  The Capitol 
Avenue/McKee Road and the Stevens Creek Boulevard/Winchester Boulevard intersections 
could deteriorate from LOS D to F, and the North Eleventh Street/Taylor Street intersection 
could drop from LOS E- to F. 
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TABLE 5 
PROJECT INTERSECTION LEVELS OF SERVICE 

 
AM 

Peak Hour 
PM 

Peak Hour # Intersection Avg. 
Delay1 LOS2 Avg. 

Delay1 LOS2 

1 The Alameda/Hedding Street3 43.0 E+ 50.0 E 

2 Bird Avenue/San Carlos Street 57.9 E 57.9 E 

3 Meridian Avenue/San Carlos Street 32.1 D 43.0 E+ 

4 Lincoln Avenue/Willow Street 32.9 D 40.5 E+ 

5 East Santa Clara Street/24th Street 26.3 D+ 62.8 F 

6 North First Street/Taylor Street 43.1 E+ 145.5 F 

7 North Fourth Street/Hedding Street 30.9 D 50.1 E 

8 North Eleventh Street/Taylor Street 130.5 F 8.5 B 

9 Capitol Avenue/McKee Road 92.5 F 44.9 E 

10 Capitol Avenue/Berryessa Road 41.7 E+ 59.3 E- 

11 Capitol Avenue/Hostetter Road 44.8 E 48.6 E 

12 Capitol Avenue/Cropley Avenue-Trade Zone 
Blvd. 32.4 D 110.6 F 

13 Stevens Creek Blvd./Winchester Blvd. 76.8 F 76.8 F 
1 Average Delay – per vehicle, in seconds. 
2 LOS – Level of Service. 
3 CMP Intersection. 

 
 

PM Peak-Hour Impacts 
 
Under the project conditions, the PM peak hour LOS would remain acceptable at only one of 
the study intersections; the North Eleventh Street/Taylor Street intersection would continue 
to function at LOS B with implementation of the project.   
 
The remaining 12 intersections may deteriorate below LOS D during the PM peak hour.  The 
Alameda/Hedding Street, Bird Avenue/San Carlos Street, Meridian Avenue/San Carlos 
Street, Lincoln Avenue/Willow Street, North Fourth Street/Hedding Street, Capitol 
Avenue/Berryessa Road, Capitol Avenue/Hostetter Road, and Capitol Avenue/McKee Road 
intersections could deteriorate to LOS E.  The North First Street/Taylor Street, East Santa 
Clara Street/24th Street, Capitol Avenue/Cropley Avenue-Trade Zone Boulevard, and Stevens 
Creek Boulevard/Winchester Boulevard intersections would drop to LOS F, under the project 
conditions.     
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 With the proposed policy modifications, traffic congestion at all 13 intersections 
would increase such that the levels of service at the intersections are predicted to fall 
to LOS E or F during one or both of the peak hours.  The proposed policy 
modifications would allow the LOS to drop below acceptable levels at eight of the 13 
intersections during the AM peak hour and 12 of the 13 intersections during the PM 
peak hour.  (SIGNIFICANT IMPACT) 

 
Levels of Service for Other Local Intersections 

 
By allowing the LOS at the 13 study intersections to fall below LOS D, the project would 
allow traffic congestion to worsen at these study intersections, particularly during the AM 
and PM peak hours.  As congestion worsens at these 13 intersections, some travelers would 
likely avoid this increased congestion in one of the following three ways: 1) by changing 
their travel times (this would essentially expand the “peak-hour” period); 2) by using 
alternative transportation modes (i.e., walking, bus, LRT), to the extent these are available 
(this would have a positive effect, which would partially offset the increased congestion 
allowed at the intersections); and 3) by seeking alternative travel routes. 
 
The extent of each of these methods is not possible to predict at this time.  If travelers seek 
alternative routes to avoid increased congestion, then the increment of future development 
that would be allowed by the proposed policy change would also result in increased traffic 
trips through other intersections (besides the 13 intersections discussed above).  The alternate 
routes chosen will depend upon the origin and destination of these trips and will vary 
depending upon the nature and location of each proposed future project.  The potential traffic 
impacts of these trips will be dealt with as individual projects are proposed; the traffic impact 
analysis prepared for each proposed development will evaluate the trips anticipated to be 
generated by each project, and the anticipated travel routes those trips will use.  Projects will 
be required to mitigate significant traffic impacts to intersections other than the Protected 
intersections. 
 
In addition to precluding physical expansion of the 13 Protected intersections, the proposed 
policy changes would limit the types of vehicular capacity-enhancing improvements that can 
be utilized to mitigate LOS impacts from future new development at other intersections.  For 
example, at other, unprotected intersections, unacceptable mitigation measures would include 
any LOS Traffic Improvement that would result in substantial degradation or a reduction in 
capacity for alternative transportation modes, as described in Section I.C. Description of the 
Proposed Project of this EIR.    The policy revisions would not, however, change the LOS 
standard, and would not allow any more development than what is already permitted by the 
City’s General Plan. 
 
 With the proposed policy modifications, traffic congestion at other intersections 

throughout the City would also incrementally increase.  However, the project would 
not cause the LOS to drop below acceptable levels at any of the other intersections 
during the AM or PM peak hour, unless those intersections become Protected 
intersections by approval of the City Council, which is too speculative to identify at 
this point.  The specific traffic impacts at other intersections from future 
development projects will be evaluated as part of the required environmental review 
for those projects, in conformance with CEQA.  (LESS THAN SIGNIFICANT IMPACT) 
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Congestion Management Program Levels of Service Impacts 
 
As described previously, The Alameda/Hedding Street intersection is a designated CMP 
intersection.  With implementation of the proposed policy, the LOS at this intersection would 
deteriorate to LOS E in both the AM and PM Peak hours.  However, this would still conform 
to the LOS standard set by the CMP (see discussion in Section II. B. Traffic, Transportation 
and Circulation of this EIR).   Therefore, the Policy modification would not create a 
significant LOS impact, according to the standards of the CMP. 
 
 The project would not cause the LOS of the intersection of The Alameda and 

Hedding Street to drop below acceptable CMP standards.  (LESS THAN SIGNIFICANT 
IMPACT) 

 
Transit Service 

 
Because the project would allow the LOS to deteriorate below LOS D at all 13 intersections, 
the proposed policy change would also impact transit service in the vicinity of these 
intersections.  It is anticipated that the increased congestion at these intersections would 
increase the amount of time it takes for buses to travel through these intersections, which 
would incrementally increase the total travel time on the individual bus routes in these areas.   
 
Because the proposed policy change does not include any physical development or 
construction, the intersection layouts and lane configurations would remain unchanged.  
Therefore, all existing bus and transit facilities would remain intact.  The project would not 
eliminate any bus stops or alter bus routes at these intersections.  As described in Section I.C. 
Description of the Proposed Project of this EIR, the proposed Policy stipulates that any LOS 
Traffic Improvement mitigation measures at other, unprotected intersections, which would 
result in substantial degradation or a reduction in capacity for alternative transportation 
modes, will be considered unacceptable.  Therefore, the proposed Transportation Impact 
Policy would protect these and similar facilities throughout the City from impacts in the 
future.     
 
All of the 13 Protected intersections are along major transit routes.  Planned land uses and 
densities in these areas are intended to support and encourage increased transit use.  While 
increased congestion would adversely affect buses that use the same surface streets as 
automobile traffic, the policy modifications that preclude future degradation of transit 
facilities, or pedestrian facilities that support transit, would also support and encourage transit 
use. 
 
Increased congestion may increase transit ridership for all available modes (bus, LRT, train).  
Increased use of transit is specifically consistent with City, County and regional policies and 
is not considered an adverse environmental impact. 
 
 The proposed project could slightly increase bus travel times, but would not 

result in any changes to bus travel routes or require the relocation of bus stops.  
Increased congestion would result in a less than significant impact to transit 
service.  (LESS THAN SIGNIFICANT IMPACT) 
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Bicycles and Pedestrian Facilities 
 
Because the proposed Transportation Impact Policy does not include any physical 
development or construction, the intersection layouts and lane configurations would remain 
unchanged.  Therefore, all existing bicycle and pedestrian facilities would remain intact.  The 
project would not eliminate any bicycle lanes or pedestrian crosswalks or sidewalks at these 
intersections.  The proposed Transportation Impact Policy would protect these facilities and 
similar facilities throughout the City from future encroachment.  While the project would 
increase congestion at the 13 intersections, the policy revision would protect alternative 
transportation modes such as bicycle lanes and pedestrian facilities at these intersections and 
elsewhere in San Jose.  This would be a long-term beneficial impact of the project, since the 
availability of these facilities could encourage the use of alternate modes of transportation, 
incrementally reducing traffic congestion, noise and air pollution. 
 
 Increased congestion resulting from the proposed project would not cause 

significant impacts to bicycle and pedestrian facilities.  (LESS THAN SIGNIFICANT 
IMPACT)  By protecting the physical layout of intersections, the project would 
protect bicycle and pedestrian facilities, thereby encouraging the use of alternate 
modes of transportation.  (BENEFICIAL IMPACT) 

 
3. Mitigation and Avoidance 
 
As described above, by not allowing roadway modifications that would increase vehicle 
capacity but would adversely impact multi-modal transportation facilities, the proposed 
policy changes would limit the types of improvements that can be utilized to mitigate LOS 
impacts at Protected intersections from future new development. 
 
The proposed policy change would allow a significant deterioration in the LOS at eight of the 
Protected intersections in the AM peak hour and at twelve of the Protected intersections 
during the PM peak hour. 
 
All of the Protected intersections are currently built or are being constructed to their 
maximum feasible capacity.  Five of the intersections either currently contain substantial 
LRT improvements or the improvements are being constructed.  Additional LOS traffic 
improvements would likely result in impacts to transit facilities and/or adjacent development, 
or reductions in landscaping, sidewalks and/or bicycle lanes.  The intersection of East Santa 
Clara and 24th Street currently does not contain transit improvements, and is not bordered by 
property built to its maximum planned intensity.  However, this intersection is located at a 
future LRT corridor and intensification zone, and future additional automobile mitigation 
would adversely impact other modes of transportation.   
 
As described in Section I. Project Description, the proposed policy modifications are 
proposed by the City of San José to maintain the existing intersection geometries and other 
multi-modal transportation facilities (i.e., sidewalks, bicycle lanes, etc.) at these intersections, 
instead of maintaining stable traffic flow in these areas.  Therefore, no mitigation is identified 
or proposed for the project’s LOS impacts. 
 
Conclusion:  The proposed policy change project would result in significant 
unavoidable LOS impacts at eight intersections during the AM peak hour and twelve 
intersections during the PM peak hour.  (SIGNIFICANT UNAVOIDABLE IMPACT) 
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C. AIR QUALITY 
 
The following discussion is based upon an air quality analysis completed by Donald Ballanti, 
Certified Consulting Meteorologist in March 2004.  Please refer to the complete report in Appendix 
D of this EIR for additional detail regarding this analysis. 
 

1. Existing Setting 
 
Air quality and the amount of a given pollutant in the atmosphere are determined by the 
amount of pollutant released and the atmosphere’s ability to transport and dilute the pollutant. 
The major determinants of transport and dilution are wind, atmospheric stability, terrain and 
for photochemical pollutants, sunshine. 
 
The Bay Area typically has frequent inversions that restrict vertical dilution and terrain that 
restricts horizontal dilution.  These factors give the Bay Area a relatively high atmospheric 
potential for pollution. 
 

Ambient Air Quality Standards 
 
Both the U.S. Environmental Protection Agency (EPA) and the California Air Resources 
Board have established ambient air quality standards for common pollutants.  These ambient 
air quality standards are levels of contaminants which represent safe levels that avoid specific 
adverse health effects associated with each pollutant.  The ambient air quality standards cover 
what are called “criteria” pollutants because the health and other effects of each pollutant are 
described in criteria documents.  The federal and California state ambient air quality 
standards are summarized in Table 6 for important pollutants.  The federal and state ambient 
standards were developed independently with differing purposes and methods, although both 
processes attempted to avoid health-related effects.  As a result, the federal and state 
standards differ in some cases.  In general, the California state standards are more stringent.  
This is particularly true for ozone and PM10. 
 
Ambient Air Quality 
 
The BAAQMD monitors air quality at several locations within the San Francisco Bay Air 
Basin.  The monitoring site within the project area is located in downtown San José, on North 
Fourth Street.  Exceedances of state and federal standards at the North Fourth Street 
monitoring site during 2000-2002 are shown in Table 7 and were due to ozone and PM10 
levels above the state standard.  Violations of the carbon monoxide standards were recorded 
at this monitoring station prior to 1992. 
 
Of the three pollutants known to at times exceed the state or federal standards in the project 
area, two are regional pollutants.  Both ozone and PM10 are considered regional pollutants in 
that concentrations are not determined by proximity to individual sources, but show a relative 
uniformity over a region.  Thus, the data shown in Table 7 above for ozone and PM10 provide 
a good characterization of levels of these pollutants throughout the project area.   
 
The third pollutant, carbon monoxide, is a colorless, odorless, poisonous gas.  Carbon 
monoxide is considered a local pollutant because elevated concentrations are usually only 
found near the source.   The major source of carbon monoxide in the Bay Area is automobile 
traffic, therefore, high concentrations are normally only found near areas of high traffic 
volumes such as busy intersections. 
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TABLE 6 

FEDERAL AND STATE AMBIENT AIR 
QUALITY STANDARDS 

Pollutant Averaging Time 
Federal 
Primary 
Standard 

State 
Standard 

1-Hour 0.12 PPM 0.09 PPM Ozone 8-Hour 0.08 PPM -- 
8-Hour 9.0 PPM 9.0 PPM Carbon Monoxide 1-Hour 35.0 PPM 20.0 PPM 

Annual Average 0.05 PPM -- Nitrogen Dioxide 1-Hour -- 0.25 PPM 
Annual Average 0.03 PPM -- 

24-Hour 0.14 PPM 0.04 PPM Sulfer Dioxide 
1-Hour -- 0.25 PPM 

Annual Average 50 ug/m3 20 ug/m3 PM10 24-Hour 150 ug/m3 50 ug/m3 
Annual 15 ug/m3 12 ug/m3 PM2.5 24-Hour 65 ug/m3 -- 

PPM = parts per million 
ug/m3 = micrograms per cubic meter 

 
 

TABLE 7 
SUMMARY OF AIR QUALITY DATA FOR DOWNTOWN SAN JOSÉ 

 
 

Days Exceeding Standard in: 
 

Pollutant 
 

 
Standard 

 
2000 

 
2001 

 
2002 

 
Ozone 

 
Federal 1-Hour 

 
0 

 
0 

 
0 

 
Ozone 

 
State 1-Hour 

 
0 

 
2 

 
1 

 
Ozone 

 
Federal 8-Hour 

 
0 

 
0 

 
0 

 
Carbon Monoxide 

 
State/Federal 8-Hour 

 
0 

 
0 

 
0 

 
Nitrogen Dioxide 

 
State 1-Hour 

 
0 

 
0 

 
0 

 
PM10 

 
Federal 24-Hour 

 
0 

 
0 

 
0 

 
PM10 

 
State 24-Hour 

 
7 

 
4 

 
0 

 
PM2.5 

 
Federal 24-Hour 

 
0 

 
0 

 
0 

Source: California Air Resources Board, Aerometric Data Analysis and Management System, 
www.arb.ca.gov/adam/, 2004. 
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Attainment Status and Regional Air Quality Plans 

 
The Federal Clean Air Act and the California Clean Act of 1988 require that the State Air 
Resources Board, based on air quality monitoring data, designate portions of the state where 
the federal or state ambient air quality standard are not met as “nonattainment areas.”  
Because of the differences between the national and state standards, the designation of 
nonattainment areas is different under the federal and state legislation.   
 
The Bay Area currently had, until recently, attained all federal standards.  In June of 1998, 
the U.S. EPA reclassified the Bay Area from “maintenance area” to nonattainment for ozone 
based on violations of the federal standards at several locations in the air basin.  This 
reversed the air basin’s reclassification to “maintenance area” for ozone in 1995.  
Reclassification required an update to the region’s federal air quality plan. 
 
Under the California Clean Air Act, Santa Clara County is classified as a nonattainment area 
for ozone and PM10.  The county is either in attainment or unclassified for other pollutants. 
The California Clean Air Act requires local air pollution control districts to prepare air 
quality attainment plans.  These plans must provide for district-wide emission reductions of 
five percent per year averaged over consecutive three-year periods or if that is not feasible, to 
provide for adoption of “all feasible measures on an expeditious schedule.” 
 
2. Air Quality Impacts 
 
For the purposes of this project, an air quality impact is considered significant if the project 
would: 
 

• violate an ambient air quality standard, contribute substantially to an existing or 
projected air quality violation, or expose sensitive receptors to substantial pollutant 
concentrations; or 

• result in substantial emissions or deterioration of ambient air quality; [The 
significance thresholds recommended by the BAAQMD represent “substantial” 
emissions.  These thresholds are 15 tons per year and/or 80 pounds per day for all 
regional air quality pollutants except carbon monoxide.  The significance threshold 
for carbon monoxide is 550 pounds per day, although exceedance of this threshold 
only triggers the need for estimates of carbon monoxide “hot spot” concentrations.  A 
substantial contribution to an existing carbon monoxide exceedance would be defined 
as greater than 0.1 parts per million, based on the accuracy of the monitoring 
instruments]; or 

• create objectionable odors; or 
• alter air movement, moisture, or temperature, or result in any change in climate either 

locally or regionally; or 
• result in exceedance of the values included in the Clean Air Plan (CAP). 
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Regional Air Quality Impacts 
 
As outlined above, the Bay Area Air Quality Management District (BAAQMD) has 
established thresholds for what would be considered a significant addition to existing air 
pollution.  A project that generates more than 80 pounds per day of reactive organic gases 
(ROG), nitrogen oxides (NOx), or particulates (PM10) is considered to have a potentially 
significant impact on regional air quality, according to the BAAQMD CEQA guidelines.7 
 
As described previously, the project proposes to modify the City’s Transportation Impact 
Policy to alter the need for traffic mitigation requirements for 13 intersections.  The proposed 
policy modifications would also ensure that traffic mitigation improvements allowed at other 
intersections do not reduce the capacity or cause substantial deterioration in quality of other 
transportation modes.  The proposed Transportation Impact Policy change does not include 
any construction or physical development, and therefore, would not directly generate new 
traffic trips.  However, by allowing traffic conditions to worsen at the study intersections, the 
project would indirectly allow for the approval of additional development in the vicinity of 
these intersections.  Therefore, the project could indirectly contribute to the generation of 
regional pollutants (i.e., reactive organic gases, nitrogen oxides and particulates). 
 
For the purpose of this analysis, it must be assumed that the individual development projects 
that could contribute traffic to these intersections would occur with or without this policy 
modification.  Under existing policies, future development would have to identify and 
construct improvements that would expand the intersection capacity, even if those 
improvements eliminated or adversely affected sidewalks, transit facilities, bicycle lanes or 
adjacent development.  However, if the City did not allow the intersections to be expanded, 
those future developments would have to be downsized to avoid a significant LOS impact for 
which there would be no mitigation.  The “impact” of the proposed project is therefore either 
the increment of additional traffic that would be generated only if the proposed policy 
modifications are approved or the congestion at these intersections that would occur with the 
proposed project (see discussion in Section III. Secondary Impacts of the Project). 
 
The direct impact of the project on regional air quality was evaluated based on AM and PM 
peak hour delay at intersections.  The additional intersection approach volumes that would be 
allowed under the project at each study intersection was multiplied by the average vehicle 
delay (in 2010)8 with the proposed project, in order to estimate the change in vehicle idling 
that would be attributable to the proposed project.  The change in emissions was then 
calculated by multiplying the minutes of delay by idle emission factors.  (Refer to Appendix 
D of this EIR for additional detail regarding the methodology used in estimating vehicular 
emissions.) 
 
The proposed project is expected to have its greatest impact on emissions during the AM and 
PM peak hours.  During off-peak hours, delay would not be materially increased by the 
project.  The increase in daily emissions directly associated with the project is identified in 
Table 8 for reactive organic gases, oxides of nitrogen (two precursors of ozone) and PM10.  

                                                   
7 BAAQMD CEQA Guidelines, December 1999. 
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8 The overall rate of vehicular emissions has been, and is expected to continue, decreasing as standards improve and 
older, more polluting vehicles are retired and replaced with newer, cleaner vehicles.  At the same time, however, 
increased traffic volumes, decreases in average vehicle speed, and increased traffic delay (and resulting idling 
emissions) all increase emissions within and near the 13 intersections.  Year 2010 was used in this analysis because 
it is the earliest year in which traffic congestion is expected to approach the future project conditions.  Since 
vehicular emissions are predicted to decrease in the future, using 2010 in this analysis combines future congestion 
levels with higher air pollutant emissions, thus providing a worst-case analysis for the purposes of this EIR. 
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The proposed project emissions shown in Table 8 would not exceed the thresholds of 
significance.  Even if the effects of the project were assumed to occur for a three-hour peak 
traffic period in both the AM and PM (essentially tripling the emissions shown in Table 8), 
the predicted emissions would not approach the BAAQMD significance threshold of 80 
pounds per day.  The proposed project would not, therefore, result in significant direct 
impacts upon regional air quality. 
 
 The project would result in a less than significant increase in regional pollutants.  

(LESS THAN SIGNIFICANT IMPACT) 
 
 

 
TABLE 8 

PROJECT REGIONAL EMISSIONS (IN POUNDS PER DAY) 
 

 Reactive 
Organic Gases 

Nitrogen 
Oxides 

 
PM10 

 
BAAQMD Significance Threshold 

 
80.0 

 
80.0 

 
80.0 

 
Project Emissions 

 
5.6 

 
4.1 

 
0.1 

 
 

Local Air Quality Impacts 
 
The proposed Transportation Impact Policy change would allow traffic congestion to 
increase at 13 intersections, which would affect the local air quality very close to the 13 study 
intersections.  On the local scale, the project would increase traffic trips through the 
intersections, changing carbon monoxide levels near these intersections.  Carbon monoxide 
concentrations under worst-case meteorological conditions have been predicted for three 
different traffic scenarios at the intersections directly affected by the proposed policy change.  
Worst-case traffic volumes were included in the analysis, by utilizing either the AM or PM 
peak hour traffic volumes, whichever had the highest predicted average delay.  These 
numbers were applied to the CALINE-4 dispersion model to predict maximum 1-and 8-hour 
concentrations near these intersections (corresponding to the 1- and 8-hour averaging times 
specified in the state and federal ambient air quality standards for carbon monoxide).  
(Appendix D of this EIR provides a description of the CALINE-4 model and a discussion of 
the methodology and assumptions used in the analysis.) 
 
Table 9 shows the results of the CALINE-4 analysis for the peak 1-hour and 8-hour traffic 
periods in parts per million (PPM).  The 1-hour values are to be compared to the federal 1-
hour standard of 35 PPM and the state standard of 20 PPM.  The 8-hour values in Table 9 are 
to be compared to the state and federal standard of nine PPM. 
 
Table 9 shows that existing concentrations near the intersections meet the state and federal 1-
hour and 8-hour standards.  The addition of background traffic would, at some intersections, 
increase concentrations slightly, but not such that the ambient air quality standards would be 
exceeded or approached. 
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TABLE 9 

ESTIMATED WORST CASE CARBON MONOXIDE CONCENTRATIONS  
AT STUDY INTERSECTIONS (IN PPM) 

   
Intersection 

 
Existing 
(2002) 

 
 
  1-Hr      8-Hr 

 
Existing + 

Background 
(2002) 

 
1-Hr     8-Hr 

 
Existing + 

Background+ 
Project (2010) 

 
 1-Hr      8-Hr 

 
The Alameda/Hedding St. 

 
  10.7        6.4 

 
  10.8        6.5 

 
  13.9        8.3 

 
Meridian Ave./San Carlos St. 

 
  12.5        7.5 

 
  12.5        7.5 

 
  11.0        6.6 

 
Lincoln Ave./Willow Rd. 

 
  10.8        6.5 

 
  10.8        6.5 

 
    9.9        5.9 

 
East Santa Clara/24th St. 

 
   9.8         5.9 

 
    9.8        5.9 

 
  10.3        6.2 

 
North First St./Taylor St. 

 
  12.2        7.3 

 
  12.4        7.4 

 
  10.5        6.3 

 
North Fourth St./Hedding St. 

 
  11.4        6.8 

 
  11.5        6.9 

 
  11.0        6.6 

 
North Eleventh St./Taylor St. 

 
  13.6        8.2 

 
  13.7        8.2 

 
  12.3        7.4 

 
Capitol Ave./McKee Rd. 

 
  12.6        7.6 

 
  12.6        7.6 

 
  13.1        7.9      

 
Capitol Ave./Berryessa Rd. 

 
  13.1        7.9  

 
  13.1        7.9 

 
  12.4        7.4 

 
Capitol Ave./Hostetter Rd. 

 
  13.4        8.0 

 
  13.4        8.0 

 
  13.2        7.9 

 
Capitol Ave./Cropley Ave.- 
Trade Zone Blvd. 

 
  12.2        7.3 

 
  12.2        7.3 

 
   9.9         5.9 

 
Bird Avenue/San Carlos 

 
  11.9        7.1 

 
  12.1        7.3 

 
  11.1        6.7 

 
Stevens Creek Boulevard/ 
Winchester 

 
  12.4       7.4 

 
  12.7       7.6 

 
  11.1       6.7 

 
Most Stringent Standard 

 
 20.0        9.0 

 
 20.0        9.0 

 
 20.0        9.0 

 
 
The concentrations of carbon monoxide under future project conditions (in the year 2010) 
were determined by two opposing factors.  The overall rate of vehicular carbon monoxide 
emissions has been, and is expected to continue, decreasing as older, more polluting vehicles 
are retired and replaced with newer, cleaner vehicles.  At the same time, however, increased 
traffic volumes, decreases in average vehicle speed, and increased traffic delay (and resulting 
idling emissions) all increase emissions within and near the intersections.  Most of the study 
intersections shown in Table 9 have lower pollutant concentrations in 2010 with the proposed 
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project than under existing conditions in 2002.  However, at three study intersections (The 
Alameda/Hedding Street, Capitol Avenue/McKee Road, and East Santa Clara Street/24th 
Street) the effect of higher vehicle volumes and increased delay is greater than the predicted 
reductions in emission rates, so pollutant concentrations are predicted to be higher in 2010 
with the project than under current conditions.   
 
Carbon monoxide concentrations would not exceed the state or federal ambient air quality 
standards, at any of the 13 intersections, even under worst-case traffic and meteorological 
conditions.  Since project-generated traffic would not cause any new violations of the 8-hour 
standards for carbon monoxide, nor contribute substantially to an existing or projected 
violation, project impacts on local carbon monoxide concentrations would be less than 
significant. 
 

 The project would not cause any new violations of the 8-hour standards for 
carbon monoxide nor contribute substantially to an existing or projected 
violation.  (LESS THAN SIGNIFICANT IMPACT) 

 
3. Mitigation and Avoidance 
 
• No mitigation is required or proposed. 
 
Conclusion:  The proposed project would not result in significant long-term local or 
regional air quality impacts.  (Less Than Significant Impact)  The project does not 
propose any construction or physical development, and therefore, would not result in 
short-term, construction-related impacts.  (NO IMPACT) 
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D. NOISE 
 
The following discussion is based upon a noise assessment completed by Illingworth & Rodkin, Inc. 
in September 2003.  The complete report is provided in Appendix E of this EIR. 
 

1. Existing Setting 
 

Background Information 
 
Several factors influence sound as it is perceived by the human ear, including the actual level 
of sound, the period of exposure to the sound, the frequencies involved, and fluctuations in 
the noise level during exposure.  Noise is measured on a “decibel” scale, which serves as an 
index of loudness.  Because the human ear cannot hear all pitches or frequencies, sound 
levels are frequently adjusted or weighted to correspond to human hearing.  This adjusted 
unit is known as the “A-weighted” decibel or dBA. 
 
Since excessive noise levels can adversely affect human activities (such as conversation and 
sleeping) and human health, federal, state, and local governmental agencies have set forth 
criteria or planning goals to minimize or avoid these effects.  The noise guidelines are almost 
always expressed using one of several noise averaging methods such as Leq, Ldn, or CNEL.9  
Using one of these descriptors is a way for a location’s overall noise exposure to be 
measured, realizing of course that there are specific moments when noise levels are higher 
(e.g., when a jet is taking off from Norman Y. Mineta San José International Airport or a 
leafblower is operating) and specific moments when noise levels are lower (e.g., during lulls 
in traffic flows or in the middle of the night).  Further, sound is averaged over time and 
penalties are added to the average for noise that is generated during times that may be more 
disturbing to sensitive uses, such as early morning or late evening.  For this report, the Ldn 
will be used as it is consistent with the guidelines of the City of San José and the State of 
California. 
 
The scientific instrument used to measure noise is the sound level meter.  Sound level meters 
can accurately measure environmental noise levels to within about plus or minus one dBA.  
Various computer models are used to predict environmental noise levels from sources, such 
as roadways and airports.  The accuracy of the predicted models depends upon the distance 
the receptor is from the noise source.  Close to the noise source, the models are accurate to 
within about plus or minus 1-2 dBA.   
 

Applicable Noise Standards and Policies 
 
The City of San José’s General Plan contains policies and goals which pertain to desired 
noise levels for various land uses located within the City.  These policies and goals are 
expressed in terms of the Ldn.  The General Plan cites long-term and short-term exterior Ldn 
goals for residential uses of 55 dBA and 60 dBA, respectively.  The General Plan states that 
outdoor uses on sites where the Ldn is above 60 dBA should be limited to acoustically 
protected areas. 
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a given period of time such as the noisiest hour.  Ldn stands for Day-Night Level and is a 24-hour average of noise 
levels, with 10 dB penalties applied to noise occurring between 10:00 PM and 7:00 AM.  CNEL stands for 
Community Noise Equivalent Level; it is similar to the Ldn except that there is an additional 5 dB penalty applied to 
noise which occurs between 7:00 PM and 10:00 PM.  As a general rule of thumb where traffic noise predominates, 
the CNEL and Ldn are typically within two dBA of the peak hour Leq. 
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The General Plan also distinguishes between noise from transportation sources and noise 
from non-transportation (i.e., stationary) sources.  The short-term exterior noise goal is 60 
dBA Ldn for transportation sources.  For stationary sources, the exterior noise goal is 55 dBA 
Ldn at the property line between sensitive land uses (e.g., residences, schools, libraries, 
hospitals, etc.) and non-sensitive land uses (e.g., industrial, commercial, etc.). 
 
The above noise goals notwithstanding, the San José General Plan specifically recognizes 
that these goals may not be achieved within the timeframe of the General Plan at certain areas 
of the City which are affected by noise from aircraft, railroads, and roadway traffic.  These 
areas are: 1) the Downtown Core Area, 2) the area around Norman Y. Mineta San José 
International Airport (SJIA), and 3) areas adjacent to major roadways.  
 

Existing Noise Conditions 
 
Refer to Figure 5 for the locations of the 13 specific intersections that are evaluated in this 
analysis.  All of these intersections handle a high volume of traffic.  The Ldn at a typical 
building setback in the vicinity of each of these intersections ranges from 65 to 75 dB, which 
exceeds the City’s long-range goal of 55 dB for residential uses. 
 
2. Noise Impacts 
 
For the purposes of this project, a noise impact is considered significant if the project would 
result in: 
 

• exposure of persons to or generation of noise levels in excess of standards established 
in the local general plan or noise ordinance, or applicable standards of other agencies; 
or 

• exposure of persons to, or generation of, excessive groundborne vibration or 
groundborne noise levels; or 

• a substantial permanent increase in ambient noise levels in the project vicinity above 
levels existing without the project; or 

• a substantial temporary or periodic increase in ambient noise levels in the project 
vicinity above levels existing without the project; or 

• residential development located within an airport land use plan; or 
• exposure of people residing or working in the project area to excessive noise levels. 

 
Impacts From the Project 

 
While CEQA does not specifically define what noise level increase is considered significant, 
a general rule for high noise environments is that a project is considered to have a significant 
impact if it would increase noise levels in excess of established City guidelines.  Since the 
noise environment in the vicinity of the 13 study intersections ranges from 65 to 75 Ldn, 
already in excess of City guidelines for residential uses (the most conservative), for the 
purposes of this analysis a perceptible project-generated increase (i.e., generally an increase 
of three dB or more) in noise levels would be considered a significant impact. 
 
The project does not propose any construction or physical development at any of the 13 
identified intersections.  Therefore, the proposed Transportation Impact Policy would not 
generate additional permanent or temporary noise or vibration.  However, by changing the 
mitigation requirements at 13 intersections, the project could indirectly allow additional 
development to occur in the vicinity of these intersections.  Therefore, the proposed 
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Transportation Impact Policy change could result in increased traffic and congestion at these 
intersections, which could impact nearby noise levels. 
 
Noise From Increased Traffic Volumes 
 
Each of the project intersections currently experiences congestion during the peak hours.  As 
traffic volumes increase, vehicle backups occur in one or both directions.  The vehicles in 
these queues wait and idle until the light turns green, at which point the queue begins 
accelerating.  If the backup is long enough, these cars may creep forward only slightly during 
a green cycle, and be forced to wait for the next cycle.  As the volume of traffic through the 
intersection increases, travel speeds decrease.  The heavier the traffic congestion is, the 
slower the queue accelerates, which lowers traffic noise levels by forcing more cars to idle 
their engines for longer periods of time.  
 
Measurements were conducted along Lincoln Avenue at Willow Street, one of the study 
intersections, to determine if there was any detectable difference in noise levels between the 
congested area and a location along the street prior to the backup.  The intersection was 
chosen because its operational and noise level characteristics were similar to the other, larger 
intersections (intersections with more lanes of travel).  At the time of the measurement 
(approximately 3:30 PM), traffic levels were increasing, and the Lincoln Avenue/Willow 
Street intersection was beginning to back up, making it possible to observe and measure 
localized changes in traffic flow. 
 
The Lincoln Avenue/Willow Street measurements reinforced the conclusion that noise levels 
were actually lower in the area of the congestion than they were in the free flowing portion of 
the road. However, since traffic was freely flowing on the opposite side of the road, the 
overall difference in traffic noise was not dramatic and was only 1-2 dBA.  Based on these 
measurements and observations at other intersections, if the LOS is allowed to degenerate, 
noise levels would be reduced somewhat along the congested legs of the intersections, but the 
overall reduction would not be noticeable.   
 
If the proposed Transportation Impact Policy is implemented, increased traffic volumes 
would be allowed at the 13 project intersections, which would raise the overall noise levels in 
these areas.  This additional noise, however, would be more audible during non-peak hours, 
when vehicles are not constrained by traffic flow.  Based on the volumes projected, the noise 
levels would increase less than one decibel as a result of the increased traffic using the street 
systems.  This one decibel noise increase would not be noticeable.   
 
The noise associated with the project would not result in exposure of persons to or generation 
of noise levels in excess of the standards established in the City of San José’s General Plan, 
nor would it result in exposure of persons to or generation of excessive ground-borne 
vibration or ground-borne noise levels.  Noise levels, within the intersection areas, would not 
increase substantially above current noise levels.  For these reasons, the policy revision 
project would not result in significant traffic noise impacts. 
 

 Increased traffic congestion at the 13 intersections would reduce noise levels 
in these areas by 1-2 dBA during peak hours.  During off-peak times, the 
additional traffic volumes through the intersections could increase noise 
levels in these areas by less than one decibel.  (LESS THAN SIGNIFICANT 
IMPACT) 
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3. Mitigation and Avoidance 
 
• No mitigation measures are proposed or required. 
 
Conclusion:  The proposed project would not generate or expose persons to significant 
long-term noise impacts.  Since the project does not propose any construction or 
physical development, there would be no short-term noise impacts. (LESS THAN 
SIGNIFICANT IMPACT) 
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III. SECONDARY IMPACTS OF THE PROJECT 
 
 
As described previously, the proposed policy change does not involve any physical development and 
therefore would not result in many of the physical environmental impacts typical of most 
development projects.  However, the proposed policy change would allow for additional 
development to be approved; this development could not otherwise theoretically be approved under 
existing policies without including vehicular capacity mitigation which would cause other impacts 
(to other transportation modes or adjacent land uses) at the 13 intersections.  As discussed previously, 
the individual development projects that could impact the 13 intersections are likely to occur with or 
without the proposed policy modifications.  Currently, projects that have a greater than one percent 
(1%) impact and a four second increase in critical delay at those intersections, however, would either 
have to mitigate those impacts or reduce their traffic by downsizing the project itself.  If the City 
approves the proposed Policy and does not allow these 13 intersections to be further expanded, the 
only other method for achieving General Plan conformance under the existing policy would be to 
downsize future projects. 
 
Therefore, the argument could be made that the proposed Transportation Impact Policy change could 
result in adverse secondary environmental impacts from the increment of development that could 
occur under the revised policy.  The CEQA Guidelines define secondary effects as consequences 
related more to the effects of the primary consequences than to the project itself; secondary effects 
may be several steps removed from the project in a chain of cause-and-effect.  In this case, the 
project could allow new development to occur within San José in the future, and this development 
could result in significant environmental impacts. 
 
This section evaluates the secondary impacts that could occur as a result of the additional 
development in the region that would be allowed if the proposed Transportation Impact Policy is 
adopted.  The City cannot predict with any certainty what development proposals will be made, at 
what level of intensity, or at what point in time.  The amount of traffic assumed in this analysis is 
based on General Plan assumptions about long-term growth, but exactly where that growth will 
occur, or in what order, cannot be accurately predicted.  The CEQA Guidelines (Section 15145) 
discourage speculation about environmental impacts in EIRs.  Therefore, these possible areas of 
impact are identified, but are not discussed in explicit detail.  All future development proposals 
would be subject to the City’s land use entitlement processes, public noticing and review, and their 
own environmental review in conformance with CEQA. 
 

1. Secondary Impacts of the Project 
 
The project proposes to modify the Transportation Impact Policy to allow the exemption of 
13 specific intersections from being subject to future traffic improvements.  By removing the 
requirement for vehicular traffic flow improvements at these intersections, it is anticipated 
that this proposed policy change could indirectly allow some additional new development to 
occur in the region. 
 
A major factor in proposing the revisions to the adopted City Council policy for 
implementing the General Plan LOS Policy has been the importance of implementing 
General Plan policies for “Smart Growth”, including encouraging infill development along 
transit corridors.  All of the proposed policy modifications address the need to provide 
roadway capacity and protect the other transportation modes in the City.  The most 
substantial policy change is the proposal to allow development to generate traffic impacts at 
13 intersections without requiring that the intersections be further expanded.  The 13 
Protected intersections are intersections that the City believes, based on the analysis 
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summarized in Section II.B. Transportation and Appendix C of this EIR, are built to their 
maximum capacity, where further expansion would cause significant adverse effects upon 
existing or approved transit or multimodal facilities, nearby land uses, or local 
neighborhoods.  All of the intersections are at infill locations, well within the Urban Service 
Area and the Greenline/Urban Growth Boundary of the City.  The intersections are located 
within or adjacent to special planning areas, such as Transit-Oriented Development 
Corridors, Specific Plan Areas, Planned Residential Communities, and Neighborhood 
Business Districts (refer to Figures 3, 4 and 5). 
 
These 13 intersections will experience increased congestion as a result of the planned infill 
development in their vicinity.  Without the proposed policy change, future development that 
results in an LOS impact at one or more of these 13 intersections would currently be required 
to either modify the intersection or downsize the project until no significant LOS impacts 
occur.  Therefore, under the existing policy, either these intersections could have to be further 
expanded, or some amount of development that is otherwise planned for and allowed under 
the existing General Plan would not be approved. 
 
Since further expansion of these intersections could result in impacts to existing or planned 
transit facilities, impacts to adjacent existing land uses, or a combination of both, it could be 
assumed that future development could be required to downsize to avoid impacts. 
 
[It should be noted that, continuing to widen these 13 intersections and providing vehicular 
capacity-enhancing improvements at these locations, would improve vehicular traffic 
operations and, in turn, could also allow additional development to be approved in the 
future.] 
 
It cannot be determined what amount of future development would be affected, or at what 
locations these increments of development might occur.  Since future development projects 
are assumed to primarily be on infill sites within the City’s urban area, it is unlikely that these 
increments of development (i.e., the additional amount of development that would make the 
difference between a significant and a less than significant LOS impact at one of the 13 
intersections) would by themselves result in significant impacts.  The development projects 
themselves, depending on their location, may have significant impacts related to cultural 
resources, visual change, geology and soils, loss of mature trees, increased energy 
consumption, impacts upon utilities or public services, or other impacts found within the 
urban envelope.  The amount of development they could be required to downsize (or reduce) 
due to LOS impacts at the 13 intersections may or may not be a significant factor in those 
impacts. 
  
The impacts of future development proposals would be identified and evaluated as part of the 
environmental review required at the time those specific development projects are proposed. 
 
2. Mitigation and Avoidance for Secondary Impacts 
 
• No mitigation is identified or required for secondary impacts. 
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Conclusion: The proposed policy change could indirectly allow new development to 
occur within San José in the future, and this development could result in significant 
secondary environmental impacts.  Because it is not known exactly where or when such 
future development could occur, it is too speculative to attempt to evaluate or quantify 
in this EIR the potential secondary impacts that could result from future development 
(CEQA Guidelines Section 15145).  All specific future development proposals would be 
subject to the City’s land use entitlement processes, public noticing and review, and 
their own environmental review in conformance with CEQA. 
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IV. GROWTH-INDUCING IMPACTS OF THE PROPOSED ACTION 
 
 
The CEQA Guidelines [Section 15126.2(d)] require that an EIR identify the likelihood that a 
proposed project could “foster” or stimulate “…economic or population growth, or the construction 
of additional housing, either directly or indirectly, in the surrounding environment.”  This section of 
the EIR is intended to evaluate the project’s potential to induce such growth in the surrounding 
environment. 
 
The Project which is the subject of this EIR, is the adoption by the City Council of an updated and 
consolidated “Transportation Impact Policy,” which would guide the near-term implementation of 
the various General Plan policies related to the City’s transportation system, particularly the adopted 
General Plan Traffic LOS Policy.  The new policy is proposed in order to reduce the likelihood that 
additional modifications to the street system could compromise or impair the operational efficacy of 
alternative transportation modes.  The proposed policy modifications would ensure that traffic 
mitigation improvements allowed at all City intersections do not reduce the capacity or cause 
substantial deterioration in quality of other multi-modal transportation facilities (such as pedestrian, 
bicycle and transit systems and facilities).  The project does not include any physical construction or 
development of any infrastructure.  The project does not propose to add any capacity to existing 
infrastructure or services in the City. 
 
As part of the proposed Transportation Impact Policy, the City proposes to exempt 13 specific 
intersections from being subject to future LOS traffic flow improvements.  These intersections are 
proposed for inclusion at this time because twelve of them presently contain, or will contain when 
completed, significant transit improvements, or they are surrounded by urban uses built to their full 
intensity, or a combination of both circumstances.  The intersection of East Santa Clara and 24th 
Street currently does not contain transit improvements, and is not bordered by property built to its 
maximum planned intensity.  However, this intersection is located at a future LRT corridor and 
intensification zone, and future additional automobile mitigation would adversely impact other 
transit-oriented modes of transportation.  All of the intersections are at infill locations within the 
Urban Service Area and the Greenline/Urban Growth Boundary of the City. 
 
By removing the requirement to maintain the LOS at these intersections, the proposed policy change 
would indirectly allow for additional development in San José to be approved, which could not be 
approved prior to this policy revision.  However, this future development is planned for in the City’s 
General Plan at infill locations, within the Urban Service Area and the Greenline/Urban Growth 
Boundary of the City.  The revised policy would not allow new development where development is 
not already allowed, and would not substantially increase the need for urban infrastructure in new 
areas.  The proposed Transportation Impact Policy would not create any precedent that would 
encourage or enable growth outside existing urban boundaries.  For these reasons, the proposed 
policy change would not result in significant growth inducing impacts. 
 
It should be noted that future development proposals would be subject to the City’s land use 
entitlement processes, public noticing and review, and their own environmental review in 
conformance with CEQA. 
 
 Based upon the above discussion, it is concluded that the project would not result in 

significant growth inducing impacts.  (LESS THAN SIGNIFICANT IMPACT) 
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V. CUMULATIVE IMPACTS 
 
 
Cumulative impacts, as defined by CEQA, refer to two or more individual effects, which when 
combined, are considerable or which compound or increase other environmental impacts.  
Cumulative impacts may result from individually minor, but collectively significant projects taking 
place over a period of time.  The CEQA Guidelines (Section 15130) state that an EIR should discuss 
cumulative impacts “when the project’s incremental effect is cumulatively considerable.”  The 
discussion does not need to be in as great detail as is necessary for project impacts, but it is to be 
“guided by the standards of practicality and reasonableness.”  The purpose of the cumulative analysis 
is to allow decision makers to better understand the potential impacts which might result from 
approval of past, present and reasonably foreseeable future projects, in conjunction with the proposed 
project. 
 
The CEQA Guidelines advise that a discussion of cumulative impacts should reflect both their 
severity and the likelihood of their occurrence.  The CEQA Guidelines [Section 15130(b)] also state 
that the cumulative impacts discussion should be based on either:  
 

a) a list of past, present, and probable future projects producing related or cumulative 
impacts, including if necessary, those projects outside the control of the agency, or  
 
b) A summary of projections contained in an adopted General Plan or related planning 
document, or in a prior environmental document which has been adopted or certified, which 
described or evaluated regional or area wide conditions contributing to the cumulative 
impact.  Any such planning document shall be referenced and made available to the public at 
a location specified by the lead agency. 

 
As described previously, the “project conditions” analyzed in this EIR are the anticipated conditions 
that will exist in the future if the proposed policy modifications are implemented.  The project 
conditions are based on a long-term traffic model (with a horizon year of 2025), which includes 
traffic from all future development that is likely to be completed by that time.  Future development 
that is considered likely is based upon the land use designations in the City’s adopted General Plan.   
 
Typically, an EIR for a City of San José project would evaluate the potential cumulative impacts 
based upon reasonably foreseeable future development projects in the vicinity.  This EIR evaluates 
the buildout of all likely future development by the year 2025 (based on land uses identified in the 
adopted General Plan, as amended and updated).  The San José 2020 General Plan EIR already 
includes an analysis of the potential cumulative impacts of the General Plan buildout.  Therefore, by 
evaluating the proposed Policy against the General Plan buildout, this EIR also evaluates the 
cumulative impacts of the proposed policy modifications.  The analyses in the San José 2020 
General Plan EIR and the General Plan updates, as most recently amended, are hereby incorporated 
by reference.10  These documents are available for review at the City of San José, Department of 
Planning, Building and Code Enforcement, located at 801 N. First Street, Room 400, during normal 
business hours. 
 
Based on the above discussion, the project would contribute to significant cumulative LOS traffic 
impacts, which are the same as the project traffic impacts at the 13 proposed Protected intersections.  
The less than significant cumulative impacts of the project would include land use impacts, local and 
regional air quality impacts, and noise impacts. 
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 The project would contribute to significant cumulative LOS traffic impacts, which are the 

same as the project traffic impacts at the 13 proposed Protected intersections.  (SIGNIFICANT 
UNAVOIDABLE CUMULATIVE IMPACT)  The project would contribute to less than significant 
cumulative land use impacts, local and regional air quality impacts, and noise impacts.  
(LESS THAN SIGNIFICANT CUMULATIVE IMPACT) 
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VI. SIGNIFICANT, UNAVOIDABLE IMPACTS OF THE PROJECT 
 
 
If the Transportation Impact Policy is implemented, the project would result in the following 
significant unavoidable impacts that could not be mitigated to a less than significant level. 
 

• significant unavoidable level of service impacts at eight intersections during the AM peak 
hour; 

 
• significant unavoidable level of service impacts at 12 intersections during the PM peak hour.   

 
• significant unavoidable cumulative level of service impacts at eight intersections during the 

AM peak hour; 
 

• significant unavoidable cumulative level of service impacts at 12 intersections during the PM 
peak hour.   
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VII. ALTERNATIVES TO THE PROPOSED PROJECT 
 
 
CEQA requires that an EIR identify alternatives to a project as proposed.  The CEQA Guidelines 
[Section 15126.6(a)] specify that the EIR identify alternatives which “would feasibly attain most of 
the basic objectives of the project but would avoid or substantially lessen any of the significant 
effects of the project.”  The purpose of this section is to ascertain whether there are alternatives of 
design, scope or location which would substantially lessen the significant impacts, even if those 
alternatives “impede to some degree the attainment of the project objectives” or are more expensive 
[Section 15126.6(b)]. 
 
In order to comply with the purposes of CEQA, it is important to identify alternatives that reduce the 
significant impacts which are anticipated to occur if the project is implemented, but to try to also 
meet as many of the project objectives as possible.  The Guidelines emphasize a common sense 
approach:  the alternatives should be reasonable, should “foster informed decision making and public 
participation, and should focus on alternatives that avoid or substantially lessen the significant 
project impacts.”  Implementation of the proposed policy would result in significant increases in 
traffic congestion at eight of the 13 study intersections during the AM peak hour and twelve of the 
study intersections during the PM peak hour.  Therefore, the alternatives discussed in this section 
need to be capable of avoiding or lessening those impacts. 
 
An EIR is required to consider a “No Project” alternative, which “compares the impacts of approving 
the proposed project with the impacts of not approving the proposed project.”  In addition, logical 
alternatives which might reduce the significant impacts identified for the proposed project would 
include a Reduced Number of Intersections Alternative and Alternative Policy Language.  Each of 
these alternatives is discussed below. 
 
A. NO PROJECT ALTERNATIVE 
 
When the proposed decisions evaluated in an EIR are modifications to an existing policy, the 
alternative to approving those proposed modifications is not approving the modifications.  In other 
words, the “No Project” scenario consists of allowing the existing City Council Traffic LOS Policy 
to remain as it is currently. 
 
Because the No Project Alternative would require future development proposals to either mitigate 
traffic flow impacts at these 13 intersections or to downsize the proposed development to result in a 
less than one percent traffic volume impact and a less than four second critical delay increase, the No 
Project Alternative would reduce the significant traffic impacts at eight of the study intersections 
during the AM peak hour and twelve of the study intersections during the PM peak hour. 
 
Under the current Transportation LOS Policy, a proposed development whose traffic would cause 
any local intersection to operate below LOS D, or that would significantly impact an intersection 
already operating at LOS E or F, must improve the traffic flow conditions at the intersection to 
mitigate this impact.  Otherwise, that project is not consistent with the General Plan and cannot be 
approved.  As development pressures increase within infill areas of the City, and as future projects 
impact the operation of these 13 intersections, the pressure to widen these intersections, even at the 
expense of other transportation modes and amenities, will increase.  Therefore, under the No Project 
Alternative, mitigating future traffic flow impacts at these 13 intersections could result in impacts to 
other transportation facilities, such as sidewalks, bus stops and bicycle lanes. 
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In addition, under the No Project Alternative, future high-density, infill development projects along 
transit corridors and major roadways, which are considered desirable by the City, could result in 
unavoidable impacts to the LOS at these intersections.  In this case, these projects could not be 
approved unless the densities of such projects were reduced until no LOS impact would occur.  
Reducing the densities of these types of future projects would directly conflict with the major 
strategies and goals of the City’s General Plan. 
 
Conclusion 
 
The No Project Alternative would avoid the significant traffic impacts of the project and would be 
environmentally superior to the project.  However, the No Project Alternative would also not meet 
the objectives of the project; it would avoid the benefits of protecting other transportation modes at 
these intersections and would not encourage the use of other modes of transportation.  In the long-
term, the No Project Alternative could actually discourage the types of high-density, infill 
development planned for in the City’s General Plan. 
 
B. REDUCED NUMBER OF INTERSECTIONS ALTERNATIVE 
 
An alternative to the proposed Transportation Impact Policy would involve adopting the proposed 
Policy modifications described in Section I.C. Description of the Project, but “protecting” only those 
intersections along existing LRT corridors from the traffic flow mitigation requirements.  This 
Reduced Number of Intersections Alternative would involve designating only five intersections as 
not requiring further mitigation improvements, and allowing the remaining eight intersections to 
continue to be subject to LOS Policy requirements (i.e., maintain LOS D).  The five Protected 
intersections under this scenario would be: 
 

• North First Street and Taylor Street 
• Capitol Avenue and McKee Road 
• Capitol Avenue and Berryessa Road 
• Capitol Avenue and Hostetter Road 
• Capitol Avenue and Cropley Avenue-Trade Zone Boulevard 

 
Because the Reduced Number of Intersections Alternative would require future development 
proposals to continue to either mitigate traffic flow impacts or downsize to avoid significant impacts 
at eight of the 13 intersections, this alternative would avoid the significant traffic LOS impacts 
identified for the project at four of the study intersections during the AM peak hour (The 
Alameda/Hedding Street, Bird Avenue/San Carlos Street, North Eleventh Street/Hedding Street, and 
Stevens Creek Boulevard/Winchester Boulevard) and seven of the study intersections during the PM 
peak hour (The Alameda/Hedding Street, Bird Avenue/San Carlos Street, North Fourth 
Street/Hedding Street, Lincoln Avenue/Willow Street, Meridian Avenue/San Carlos Street, East 
Santa Clara Street/24th Street, and Stevens Creek Boulevard/Winchester Boulevard).   
 
However, similar to the No Project Alternative, development pressures will continue to increase 
within infill areas of the City, and as future projects impact the operation of these eight intersections, 
the pressure to widen these intersections, even at the expense of other transportation modes and 
amenities, will increase.  Therefore, under the Reduced Number of Intersections Alternative, 
mitigating future traffic flow impacts at eight of the 13 intersections could result in impacts to other 
transportation facilities, such as sidewalks, bus stops and bicycle lanes. 
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Conclusion 
 
The Reduced Number of Protected Intersections Alternative would reduce the significant traffic 
impacts of the project and would be environmentally superior to the project.  However, by reducing 
the number of protected intersections, this Alternative would also not meet the project objectives to 
the same degree as the proposed project; it would reduce infill development opportunities, reduce the 
benefits of protecting other transportation modes at these intersections, and would not encourage the 
use of other modes of transportation as much as the proposed project. 
 
C. ALTERNATIVE POLICY LANGUAGE – ALLOW LOS E ONLY 
 
In addition to reducing the specific intersections which are included in the proposed policy revision, 
another alternative to the project would include alternate Transportation Impact Policy language.  
One potential alternative to the proposed Transportation Impact Policy would involve allowing the 
13 intersections to deteriorate to LOS E at the worst, not F.  Under this scenario, future development 
projects would not be required to implement traffic mitigation improvements at these intersections, 
as long as the intersections would still operate at LOS E- or better.  If a development project would 
cause one of these intersections to deteriorate to LOS F, then traffic flow mitigation would be 
required or the project would have to downsize.  The rest of the policy language under this 
alternative would remain as proposed.  It should be noted that the Congestion Management Agency 
(CMA) standard is LOS E; therefore, this alternative would match the LOS standard for CMA 
intersections and would match the LOS standard of surrounding cities.   
 
While this alternative would limit the actual amount of congestion allowed at these 13 intersections 
as compared to the proposed Policy (by allowing them to deteriorate to LOS E only, not LOS F), 
because an intersection is generally considered “significantly impacted” by the City of San José if the 
LOS drops below D, this alternative would not completely avoid the significant LOS impacts of the 
proposed Transportation Impact Policy.  It would reduce the amount of congestion that would be 
allowed to occur at six of the 13 intersections (see Table 5), but not to a less than significant level. 
 
Conclusion 
 
The LOS E Policy Alternative would reduce the actual amount of congestion allowed at some of 
these intersections, but it would not avoid the significant LOS impacts of the proposed 
Transportation Impact Policy.  This alternative would either still cause some reduction in the amount 
of infill development ultimately allowed in the area, or it would eventually still allow physical 
impacts to alternative transportation facilities or private development adjacent to those intersections. 
 
D. ALTERNATIVE POLICY LANGUAGE – REQUIRE IMPROVEMENTS AND 

MAINTENANCE OF FACILITIES 
 
Another potential alternative to the proposed Transportation Impact Policy language would be to 
require that the LOS be maintained at LOS D or better at the 13 intersections, and that all alternate 
transportation facilities and amenities be maintained at these intersections.  In other words, if one of 
these 13 intersections must be widened to mitigate a future project’s LOS impacts, the applicant 
would also be required to preserve or reconstruct any lost sidewalks, bus stops, bicycle lanes, etc.  
The rest of the policy language under this alternative would remain as proposed. 
 
Because this alternative would require future development proposals to mitigate traffic flow impacts 
at these 13 intersections, it would avoid the significant traffic impacts of the project at eight of the 
study intersections during the AM peak hour and 12 of the study intersections during the PM peak 
hour. 
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However, by requiring LOS mitigation improvements and maintenance of other transportation and 
pedestrian facilities at the 13 intersections, this alternative would likely result in significant impacts 
to land uses adjacent to these intersections.  As development pressures increase within infill areas of 
the City, and as future projects impact the operation of these 13 intersections, the pressure to widen 
these intersections will increase.  Except for the East Santa Clara Street/24th Street intersection, this 
widening would involve taking of right-of-way and eventually could involve taking of businesses and 
properties along these roadways.  Such impacts to these properties would directly conflict with the 
goals of the project to preserve the amenities and land uses along these major transportation 
corridors. 
 
Conclusion 
 
While this alternative policy language would avoid the significant project and cumulative traffic LOS 
impacts of the proposed Transportation Impact Policy, this alternative would likely result in 
significant land use impacts to the uses surrounding most of these 13 intersections.  For this reason, 
this alternative is not considered substantially environmentally superior to the proposed project. 
 
E. ENVIRONMENTALLY SUPERIOR ALTERNATIVE 
 
The CEQA Guidelines state that an EIR shall identify an environmentally superior alternative.  Based 
on the above discussion, the environmentally superior alternative is the No Project Alternative; 
because all of the project’s significant environmental impacts would be avoided.  However, Section 
15126.6(e)(2) states that “if the environmentally superior alternative is the No Project Alternative, 
the EIR shall also identify an environmentally superior alternative among the other alternatives.” 
 
Therefore, for the purposes of this project, the environmentally superior alternative would be the 
Reduced Number of Intersections Alternative, because the environmental impacts would be less than 
those from the proposed project and the alternative policy language options.  This alternative would 
meet the project objectives at some of the intersection locations.  However, because the Reduced 
Number of Intersections Alternative would not protect alternative transportation modes at eight of the 
13 intersections, this alternative would not fully meet the project’s objectives. 
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